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PART X. 



COMMISSIONERS’ REPORT. 



BOARD OF RAILROAD COMMISSIONERS. 



SAMUEL E. FIX GI !EE. Chairman, Hartford. 
AMORY DAVISON. Craftsbury. 

LEON G. BAG LEY, Rutland. 



ALFRED E. WATSON, Clerk. Hartford. 



STATE OF VERMONT. 



RAILROAD COMMISSIONERS’ REPORT. 

To the General Assembly of the State of Vermont : 

The Board of Railroad Commissioners respectfully submits 
its Fourth Biennial Report. 

The Vermont Central Railroad and the Connecticut and 
Passumpsic Rivers Railroad were chartered at the October 
session of the General Assembly, A. D. 1843. 

Railroad construction began in Vermont in 1845. the first 
ground being broken at Windsor, on the 15th day of Decem- 
ber of that year. The first rails were laid on the Colonel 
Nutt premises at White River Junction early in 1847. 

The first passenger train of cars crossed the Campbell 
bridge over the Connecticut, entering this State at White 
River Junction and going north to South Royalton over the 
completed track to that point, on the 26th day of June, 1848. 

The first regular running of trains on a completed track was 
up the White River to South Royalton, to which point the 
Vermont Central was formally opened, July 4th, A. D. 1848. 

Within a few months from that, trains ran south to Wind- 
sor, and the Connecticut and Passumpsic Railroad was in 
operation northerly towards St. Johnsbury, and the Central 
^ ermont line was being rapidly extended towards Burlington. 

The next corporation to construct and open its line for 
traffic was the Rutland and Burlington Railroad Company, 
upon some parts of which, trains were running late in 1849. 

The work of railroad construction developed in other parts 
of the State gradually, down to the completion of the Bristol 
Railroad in 1892, since which no work of original railroad 
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building has been done in Vermont, although a short spur 
line from the main line of the Barre Railroad has been com- 
pleted to East Barre, a distance of 1.75 miles, within the last 
eighteen months. 

There are now twenty-eight railroads located wholly or in 
part in this State, eighteen of which make annual returns to 
the Board, generally complying with the standard form of 
returns, which has become substantially uniform in its sta- 
tistical requirements throughout the States of the Union 
where Railroad Commissioners or equivalent Boards exist. 

Of this number of corporations, but seventeen are now en- 
gaged in the actual operation of their roads— the others having 
been leased to, or, under some-other business arrangement, are 
operated by other railroad companies, except the Bennington 
and Glastenbury Railroad, which has ceased to be operated 
since the date of the last Biennial Report. 



railroad construction. 

The only new railroad construction in this State since the 
completion of the Bristol Railroad, January 5th, A. D. 1892, 
is the line from the Barre Railroad to East Barre, a distance 
of 1 75 miles, although there have been new sidings and spur 
tracks of small extent built on various roads, and 4. 2 miles 
of second track between St. Albans and Swanton Junction. 



THE PRESENT CONDITION 01' RAILROAD BUSINESS AND ITS RELA- 
TIONS TO THE PUBLIC. 

The railroad years ending June 30th, 1892 and 1893, were 
fairly prosperous years on all the lines of the State. 

For rhe year from June 30th, 1893, to June 30th, 1894, an 
unprecedented change has come upon their business affairs, 
bringing upon them a period of general depression hereto- 
fore for many years unknown. 

A great falling off in both freight and passenger traffic, 
with a corresponding decrease of gross receipts, has demanded 
and justified, as a matter of business necessity, a limited cur- 
tailment of expenses which the general public has appeared 
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to understand and recognize by a patient submission to a 
more limited train service and an abated zeal for the imme- 
diate enforcement of better station facilities and such trans- 
portation facilities and conveniences as are their right to 
exact in the normal period of prosperity in the railway busi- 
ness of the State. 

The railway companies and the public should divide the 
burden of the depressed condition of railway traffic mutually, 
the one reducing its dividends to stockholders, and the other 
enduring for the time being such reasonable curtailment of 
transportation facilities as well-considered economics demand 
in the conduct of railroad business for the saving of actual 
loss and ultimate bankruptcy. 

The prospect for the early increase of traffic on our trunk 
lines is believed to be improving since the close of the last 
railroad year. 

The baseless besom of destruction which has swept over 
many of the great arteries of interstate and local commerce in 
the West, at the hands of the mob and the anarchist, has not 
directly visited itself upon the railway interests of the East, 
but, by indirection, has seriously affected the business and 
prosperity of all our through traffic railroads alike. 

The general business and monetary depression in all the 
depths and shoals of commerce throughout the country has 
laid its heavy hand upon the railway interests, the largest and 
most closely affecting the public of all, with a similar dis- 
astrous effect that it has upon the manufacturing, mining and 
commercial lines of business life. 

It suffers with them, and with their revival it will revive. 

As indicative of the common consent of the people of the 
State to appreciate the effect of the general stress and depres- 
Oi0n of the times upon the railroad earnings for the last year, 
and their patient endurance of the diminished train service 



and facilities on several of our railroads, it may be stated that 
kut a single complaint has come to the Board in relation to 
ne subject in the past year. 

This fact seems noteworthy as indicating the existence of 
a more appreciative and mutual relation between the people 
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of the State and their railroad corporations than has existei 
in years past. I 

In all the official relations of the Board to the railroal 
companies, it has found a recognition on their part of th 
fact that their corporations are amenable to the public, anj 
the many evils which in former years had grown up in rail 
road operations and policies in their dealings with their pat 
rons, which would not bear the exposure of a public investigi 
tion, have been abandoned, while at the same time the publi 
has recognized their readier sense of fairness and justice an 
has become educated to concede what is practicable and re< 
sonable. 

This new condition of the relations now subsisting betwee 
the corporations and the public is believed to have bee 
largely attained through the existence of a Railway Commii 
sion, and its usefulness in preventing abuses and in promo 
ing the mutual relations and interests of the railroad con 
panies and their patrons. 

Although the recommendations of the Board are clothe 
with no legal force, they have thus far met with compliam 
on the part of the corporations and have been adopted as coi 
elusive, the same as if they were supported by the power | 
the State. j 

COMPLAINTS, PETITIONS, INVESTIGATIONS AND INQUIRIES. ! 

Many complaints and petitions have been presented to t 
Board at this biennial period for its consideration, and wh< 
not otherwise satisfactorily adjusted, sessions of public he£ 
ings have been held, after due notice to the parties interest 
in the matters complained of. 

The full text of the action of the Board and its decisio 
on these complaints and petitions may be found in Part IV 
this report. 

Accident inquiries to the number of 54 have been made 
one or more commissioners in the same period, and the tes 
mony taken on preliminary inquiry has been considered ai 
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passed upon at Board sessions, the brief details of which, 
with the conclusions of the Board thereon, are recorded, 
under the head of “Accident Inquiries,” in Part III. In all 
these accidents no public investigation was deemed to be de- 
manded in the interest of the public, there appearing to 
be no reasonable cause for believing that the same were the 
result of improper conduct or fault of the corporations 
through their servants or agents, or otherwise. 

Whenever it has been found in these inquiries that the cause 
of the same might have been through the negligence, careless- 
ness or other fault of the company or its road machinery, man- 
agement of trains, or otherwise, public investigations have 
been ordered, and notice thereof has been given to all parties 
interested in the same, and the results of these investigations 
are reported under the head of “Special Reports on Acci- 
dents ” in Part III of this report. These public investiga- 
tions of accidents held in 1892 were eight in number, in 1893, 
eleven, and in 1894, eight, upon all of which reports were 
made public, and the same for both years are here made to 
the Legislature. 



ACCIDENTS. 

The total number of railroad accidents in the State, coming 
to the knowledge of the Board in the last two biennial periods, 
from all sources, was 258, and the number which involved loss 
of life or injury to the person was 137 in i89o-’92 and 114 in 
the last biennial term. The same are tabulated and classified 
as follows, viz. : 



Fatal accidents. . 
Accidents not fatal. 

Total 



1890 -’ 92 . 

63 

76 

139 



1892 -’ 94 . 

56 

63 

119 



The same divided into their three leading classes and showing the indi- 
vidual casualties are as follows, viz.: 
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PASSENGERS. 



Killed 

Injured 

Total 

EMPLOYES. 



Killed 

Injured 

Total. 



ALL OTHERS. 



Killed 

Injured 

Total. 



1890 -’ 92 . 


1892 -’ 94 . 


0 


8 


42 


33 


42 


41 


29 


35 


53 


50 


82 


85 


33 


18 


17 


22 


50 


40 



Of the latter class, 27 accidents to trespassers are included, 
15 of which were fatal and 12 of which did not result fatally. 

The number of accidents resulting in extensive damage to 
property, but unattended with loss of life or serious injury to 
the person, during the railroad years 1893 and 1894, is four. 
Three of these have been the subject of public investigation 
for the reasons stated in the report of the same in Part III. 

The following tabulation of these accidents presents more 
in detail the various causes, and the classes of the victims of 
these accidents : 



, JULY 1st, 1892, TO JULY 1st, 1893. 
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ACCIDENTS, JULY 1st, 1893, TO JULY 1st, 1894. 
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SUMMARY OF ACCIDENTS. 



July 1, 1892, to July 1, 1893. 



Total Casualties. 


Fatal. 


Ratio 
Per Ct. 


All classes. . . . 


.104 


88 


.365 


Passengers . . . 


. 29 


6 


.207 


Employes 


. 51 


22 


.431 


Other classes. 


. 24 


10 


.417 



Jttly 1, 1893, 


TO 


July 1, 


1894. 


Total Casualties. 


Fatal. 


Ratio 
Per Ct. 


All classes 


60 


23 


.383 


Passengers 


12 


2 


.167 


Employes 


32 


13 


.406 


Other classes . . . 


16 


8 


.500 



SUMMARY OF ACCIDENTS TO TRESPASSERS. 



Jttly 1 , 1892, to Jttly 1 , 1893. 


July 


1, 1893, to July 1, 


1894. 


Killed. 


Injured. 


Total 

Killed 

and 

Injured. 


Per 

Cent. 

Fatal. 


Killed. 


Injured. 


Total 

Killed 

and 

Injured. 


Per 

Cent. 

Fatal. 


8 


7 


15 


.533 


7 


5 


12 


.583 



The following table and data, taken from the last Report 
of the Statistician to the Interstate Commerce Commission, 
present statistics which cannot fail to be of interest to the 

egislature in connection with the subject of railway acci- 
dents. 
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Comparative Summary of Railway Accidents for the Years Ending June SO, 1893, 
1892, 1891, 1890, 1889 AND 1888. 



Year. 


EMPLOYES. 


PASSENGERS. 


OTHER PERr 
SONS. 


TOTAL. 


Killed. 


Injured. 


Killed. 


© 

►H 


Killed. 


© 

U 

►H 


® 

2 


Injured. 


1893 


2,727 


31,729 


299 


3,229 


4,320 


5,435 


7,346 


40,393 


1892 


2,554 


28,267 


376 


3,227 


4,217 


5,158 


7,147 


36,652 


1891 


2,660 


26,140 


293 


2,972 


4,076 


4,769 


7,029 


33,881 


1890 


2,451 


22,396 


286 


2,425 


3,598 


4,206 


6,335 


29,027 


1889 


1,972 


20,028 


310 


2,146 


3,541 


4,135 5,823 


26,309 


1888 v - 


2,070 


20,148 


315 


2,138 


2,897 


3,642 


5,282 


25.888 



The number of railway employes killed during the year 
covered by this report was 2,727, being greater by 173 than 
those killed during the previous year. The number of em- 
ployes injured was 31.729, being greater by 3,462 than the 
number injured the previous year. The increase in the num- 
ber of employes during the year was 52,187, The number of 
passengers killed during the year was 299, being less by 77 
than the number killed the previous year, and the number 
injured was 3,229, being 2 in excess of the number injured 
the previous year. The total number of passengers carried 
was 593,560,612 in 1893 as against 560,958,211 in 1892, being 
an increase of 32,602,401. Under the heading of “ Other Per- 
sons ” is included a statement of the number of persons killed 
and injured by railway accidents, who at the time of the 
casualty were neither employes nor passengers. It includes 
casualties at stations, highway crossings, and to trespassers 
upon tracks. The total number of deaths during the year on 
account of accidents to persons of this class in connection 
with railways was 4,320, and the total number injured was 

5 , 435 - 

Referring to the statistics of accidents for the entire coun- 
try, it appears that during the year covered by the report 1 
employe was killed for every 320 men employed, and one w T as 
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injured for every 28 men employed. The most dangerous 
service is, of course, that of conducting transportation, and 
from the above statement it appears that 1 employe was 
killed during the year covered by this report for every 115, 
and 1 injured for every 10 men engaged in this branch of the 
railway service. A similar comparison for passengers shows 
1 passenger to have been killed for every 1,985, 153 passengers 
carried, or for every 47,588,966 passenger miles accomplished. 
The number of passengers carried for 1 injured was 183,832 
and the number of passenger miles for each passenger injured 
was 4,406,659. 

RAILROAD MILEAGE. 

From the returns of the railway systems and the compa- 
nies making their separate returns, as made to the Board, the 
total mileage of main line track and branches in this State, at 
date of June 30, 1894, is found to be 981.86 miles, including 
18.09 miles of double track, and the mileage of sidings and 
spur track is 249.505 miles, showing an increase in the mile- 
age of sidings and spur track of 20. 135 miles in the last bien- 
nial period, with no increase of main line. 

The foregoing summary is based upon the details of the fol- 
lowing tabulation, collated from the returns of the railroad 
companies for the years 1892 and 1893. 
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RAILROADS. 



Boston and Maine 
System. 



Barre 

Bennington' and Rutland 

f Ashuelot ; 

Connecticut and Passumpsic Rivers . . 
St. Johnsbury and Lake Champlain 
(including Victory and Hardwick 

Branches, 11.1 and" 1.5) 

L V ermont V alley 

Bristol 

Canadian Pacific / Newport and Richford 

System. ( 

f Addison 

j Brattleboro and Whitehall 



a s;> 

i -5 1 3$ 



x C 

61 S 
= > 



Central Vermont 
System. 



Delaware and 
Hudson System. 



Grand Trunk 
System. 



Maine Central 
System. 



j Central Vermont (including 10.4 miles 

-J of second track) 

j Missisquoi Valley 

j Montpelier and White River 

| New London Northern 

^Rutland 

Clarendon and Pittsford (including 
Pittsford and Rutland, 1.78 mile) . . . 

- Rensselaer and Saratoga 

Pair Ground 

Fitchburg, double track. 6.49 and 6.19 
miles 

Atlantic and St. Lawrence 

Hoosac Tunnel and Wilmington (in- 
cluding Branch, .75 mile) 

Lebanon Springs 

- Upper Coos and Coos Valley 

Montpelier and Wells River (including 
1.50 mile double track and Barre 
Branch, 3.80 miles, and 1 mile siding). 

"Woodstock 



9.26 


10.74 


58.91 


5.25 


.72 


1.69 


110.30 


34.38 


132.60 


18.42 


23.80 


5.35 


6.26 


.56 


21.00 


6.00 


15.60 


1.75 


36.00 


3.50 


26.00 


1.875 


186.60 


85.00 


28. 0C 


3.50 


15 . 00 5 . 50 


10.00 


4.20 

.T Oft 



78| 

65 

59 

68 ! 
56, 

.50 

.92 



18.85: 



.70 

. 88 ! 



3.05 

14.91 

.29 

1.92 

5.75 

.23 

.25 

3.12 



6.50 

.47 



981.86,249.505 



Total 
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ANNUAL RETURNS. 

Sixteen railroad companies have made returns each of the last 
two years, in accordance with the prescribed forms, though not 
all have complied fully therewith, and such as have omitted 
to fill, in every detail, the blanks furnished them, when their 
method of accounting would furnish the same, have violated 
the law of the State, and have thereby, in some degree, de- 
tracted from the statistical value of the tables and statistical 
deductions here presented. 

The progress towards perfection of these returns has been 
rapid, and but little additional painstaking on the part of the 
clerical force of certain companies is required to give reliable 
results in tabular deductions. The forms for these returns 
are generally uniform throughout the States. The imperfec- 
tions have in the main been eliminated through the joint 
action of State and Interstate Commissions, looking to a more 
perfect uniformity of corporation returns of methods of rail- 
way accounting, and of uniformity of railroad law throughout 
t e states and the country. The great variety and conse- 
quent confusion which resulted in the various methods of 
eepmg iailroad accounts in the different States, and by the 
i erent companies, in some instances, in the same State, have 
een mainly relieved through the action of the Interstate and 
a e joint conferences at Washington in the past six years 
an in the legislation which has been the result of the recom- 
th!» atl0 T S ° f SaM commissiorls to Congress and to many of 

m™ r 1 eglSlatUreS ’ ensurin S a wider uniformity and har- 
} ot laws upon many important matters. 



i n J^ annual re turns of the various railroad companies mak- 
naid rV t0 > tldS Boar ^> show that the companies that have 

^ both 1 years ^ ^ l891 ' 92 and i8 9 2 - 93 , or 

Lawrpn n ’ aS follows ’ Vlz - : The Atlantic and St. 

6 Per CG ( eased to the Grand Trunk Railway Company), 
en m 1892 and 1893; Connecticut and Passumpsic 
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Rivers (leased to the Boston and Maine Railroad), 5 per cent in 
1892 and 1893; the Fair Ground, 5P ercentin 1893; the Fitch- 
burg, 4 per cent on preferred stock in 1892 and 1893; Maine 
Central, 6 'per cent in 1892 and 7)4 per cent in 1893; Rew Lon- 
don Northern (leased to Central Vermont Railroad Company), 

7 per cent until leased to the Central Vermont Railroad Com- 
pany, in December, 1891, since which time it has paid 8 per 

cen t 2 per cent quarterly, under the terms of the lease; 

Rensselaer and Saratoga (leased to the Delaware and Hudson 
Canal Company), 8 per cent in 1892 and 1893; the Vermont 
Valley (leased to the Boston and Maine Railroad), 6 per cent 
in 1892 and 1893; the Woodstock Railway Company, 1 per 
cent in 1892. 

As to the leased railroads in the State, the Boston and Maine 
Railroad guarantees 5 per cent on the stock of the Connecticut) 
and Passumpsic Rivers Railroad Company for 10 years from 
1887, and 6 per cent for 89 years thereafter: the Central Ver- 
mont Railroad Company pays a yearly rental of 4 per cent on 
the stock of the Missisquoi Valley Railroad Company, and 5 
per cent on the stock of the Burlington and Lamoille Valley j 
Railroad Company, for the roads of these respective com-j 
panies, and $345,000.00 for the Rutland Railroad. Under the 
terms of their respective leases, the Addison Railroad Com- 
p an y receives 7 per cent on its cost, and the Brattleboro andj 
Whitehall, $12,000 yearly. The Delaware and Hudson Canal' 
Company guarantees 8 per cent in perpetuity on the capital; 
stock of the Rensselaer and Saratoga Railroad Company fori 
its road, and the Central Vermont Railroad Company pays- 
for the New London Northern Railroad an annual rental ofj 
$210,000. 

The fact of the payment of any interest on the stock of thej 
above named leased lines is largely accounted for by the ex| 
istence of the contracts of lease above named. 
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CAPITAL STOCK, BONDS, LIABILITIES AND COST OF ROADS AND 
EQUIPMENT, AND COST AND INDEBTEDNESS PER ROAD MILE. 

The table following this heading presents the amount of 
capital stock, outstanding bonds, current liabilities and cost 
of the equipment of the several railroads operating wholly or 
in part within this State for the year 1893, together with cost 
and indebtedness of the same per mile. 



(2) 



- S 6 e T 
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From the foregoing- table it appears that the average cost of 
road per mile, as above returned, is $30,586.28; the average 
cost of road and equipment is $38,046.84 per road mile, and 
that the average indebtedness of road per mile is $35,647.18. 

And also from the returns of those railroads which give the 
amount of their capital stock, outstanding bonds and cur- 
rent liabilities, the following facts appear, viz. : 

The amount of capital stock is $45,197,323.10; amount of 
outstanding bonds, $36,918,800.00 and the amount of current 
liabilities is $7,865,221.35. 

It will be noticed that the foregoing table and deductions 
therefrom include figures applying to both standard and nar- 
row gauge railroads of the State. 



COST OF ROAD PER MILE. 

Of the 981.86 miles of main line steam railroad in this 
State, all but 52.50 miles is of the standard gauge 4 feet 8% 
inches. ’ 7 

The Brattleboro and Whitehall Railroad, from Brattleboro 
o , outh Londonderry, 36 miles, is of 3 feet gauge, and the 
Hoosac Tunnel and Wilmington, from Massachusetts line to 
. 1 ™ ln £ tan > '6.50 miles, is of the same gauge, the same be- 
ing the only narrow gauge track roads in the State. The av- 
erage cost of construction of the nine standard gaugerailroads 

reporimg sep arat e]y upon th . s ^ deduce(J frQm thg 

ofToad h T COm P anies fOT i 893 , is $34,787.76 per mile 
data °'™ ed or operated by the companies returning the 
' an . le avera ge cost of same per mile of road for equip- 

eost per' mi’ road ® : re P ort mg, is $5,541.45, making the average 
$t° 329 16 ° the standard gauge road, with its equipment, 

f or^the tl Jl £ra ^ e Cost of the narrow gauge roads, as per returns 

$2 000 -1; ™ G 1S $ I3 > o6 3- 6 7 per mile, and its equipment 

class of ro P ad “>1’ makmg the avera & e cost per mile of this 
oad, with its equipment, $15,154.23. 
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The following table is presented, showing statistical data 
of interest to the Legislature in this connection: J 



RAILROADS. 



Total Cost 
Equipment 
To June 30, 
1893. 



Atlantic and St. Lau- 
rence, (leased to Grand 
Trunk Railway Co). . . 



Barre . 



Bennington and Rut 
land 



Bristol 

Clarendon and Pittsf’d 



Delaware and Hud-) 
son Canal Co ... - 1 



Incl uding) 
Equipment - 
$8,922,000 00) 



■$48,692 09 



Total Cost 
Construction 
To June 30, 
1893. 



Cost per Mile. 



217,729 17 



31,186 52 



1,475,000 00 
200,000 00 
139,206 05 



$54,000 73 



Con 23,773 90 

Equip. . . . 5,258 33 



Total. . $29,032 23 
25,038 20 
31,948 88 



Con 13,920 60 

Equip. . . . 3,118 65 



Rensselaer and Sara- ( 
toga J 



2,791,723 44 *175,470 70 



Hoosac Tunnel and 
Wilmington 



Fitchburg. 



Maine Central. 



(51,218 85 



3,946,940 47 



Con *$914 61 

Equip.... 14,555 39 



401,925 31 



Total. . $17,039 25 



Total.. $15, 470 00 



Con 16,405 11 

Equip 2,090 56 



Total. . $18,495 67 



38,555,784 70 



2,119,801 36 



St. Johnsbury and 
Lake Champlain 



151.567 53 



Con 85,618 62 

Equip. . . . 8,764 74 



Total. . $94,383 36 



11,976,019 58 



Con 38,113 27 

Equip.... 6,746 02 



4,663,197 70 



Total. . $44,858 29 



Con 35,233 44 

Equip 1,152 60 



Total. . $36,386 04 



‘These figures only cover the construction account of the Delaware 
and Hudson Canal Company, lessee of the Rensselaer and Saratoga Rail- 
road as reported by said company to this board The actual cost 
construction of the Rensselaer and Saratoga Railroad is $ll,649,5o2.1 
or $60,738.02 per mile of road. 
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RAILROADS. 


Total Cost 
Equipment 
To June 30, 
1893. 


Total Cost 

Construction | Cost per Mile. 
To June 30, : 

1893. 


Vermont Valley 


82,838 87 


994,377 70 Con.... 


. 41.432 40 






Equip. . 


. 3,451 64 






Total. 


$44,884 04 


Woodstock 


17,825 00 


250.000 Oo'con 


. 18,011 52 






Equip... 


. 1,284 22 






1 Total. 


$19,295 77 



PASSENGER REVENUE AND FARES, 



The total number of passengers carried upon all the rail- 
roads wholly or partly within the State for the year 1892 
was 14, 838, 800, and for the year 1893, 15,961,873. 

The total passenger revenue for 1892 was $6,939,232.64, and 

the same for the year 1893 was $7,237,599-7. 

e average receipts per passenger per mile for the year 
1892 was $0.02742, and the same for the year 1893 was 
$0.02776. 

he average estimated cost of carrying each passenger per 

. ° r r ®9 2 "as $0.02205 and for 1893 the same average 
was $0.02203. 



ins? tables, collated from the railroad returns, 
rev!^ number of Passengers carried, total passenger 
UC ’ *■ e avera ge amount received from each passenger 
Wlth tbe es timated cost of transportation for each 
their r S ’ U,:>0n tbe sever al railroads therein specified, as per 
1893 eSpectlve returns to the Board, for the years 1892 and 
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FREIGHT REVENUE AND RATES. 

In like manner, the number of tons of freight transported 
by all the railroads within or operating partly within and 
partly outside the State, for the years 1892 and 1893, is found 
from the returns to be as follows : 

The number of tons of freight carried in 1S92 is i 5 > 34 1 ' 947 > 
and for 1893 is 16,756,987. 1 

The total freight revenue for the same is for 1892, $12,078,- 

472.57 and for 1893, $13,293,501.21. j 

The average receipts per ton per mile of haul, is for the 
year 1892, 3.046 cents, and for 1893 is 3.2457 cents, while the 
average estimated cost for carrying the same per ton per 
mile for 1892 is 2.742 cents, and for 1893 is 2.4904 cents. 

The following table shows the total tons of freight hauled 
by the roads respectively making returns, the revenue, the 
average receipts per ton per mile, and the estimated cost of 
the service for the last two years reported. 
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GROSS EARNINGS, OPERATING EXPENSES, NET INCOME, DEFICIT, 
DIVIDENDS, ETC. 

The following table presents a variety of data which the 
Board deems “ appropriate and important for the informa- 
tion of the Legislature.” 

The same is collated from the sworn returns of the several 
railroad companies for the year 1893. 



* e e 8 t 
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WAGES OF EMPLOYES. 

The tables next following show the daily compensation 
paid by the railroad companies to their employes, so far as 
said companies have complied with the forms in that respect 
and furnished the same to the Board, with a statement of the 
average daily wages paid each class at the bottom of the 
tables. 

These tables cover the returns for 1892 and 1893, many of 
the returns of 1894 not being received seasonably for ab- 
stracting the data for comparison with last year. 

In this service, stated trips or round trips are designated 
for a day’s work on some roads, and a stated number of hours 
makes a day on others, and for work in excess of either, extra 
pay is allowed. 



TABLE OF WAGES PAID IN 1891 1892. 



34 



'S.l3.IO(p! r X 

pm? aaAopInig | ^ 

■S.JOpi.I,Kl() 

qdBjSapjQ I ■» 



EAILROAD COMMISSIONERS REPORT 

* 



•nexnrfO^^M 

pnB 



•u0nn[DB.ij J 



not).O0g 



*u0indoi[g 



•s.T0;n0ctaQ 



•scj.sranp'Bjy 



i ^ 



*u0niTire.ix 



*s.io:pnpuoo 



I ^ 



•H0Tn0.iix 



ci ci ci ci ci ci 



oi Cl • Cl Cl Cl 



cg o 
rH go 

ci t-I 



Cl 

i si 



•n0in0nLong; 



Cl CO Cl Cl 



X C - LG 
• • © • 
CO Cl Cl 



•ti0j\[ norms 
J®) 



-*r ocd 'X' co ci • t- 1 cg 

^ -MOCD CO X O • LO ^ 

O 



_C1_ 



•s^n0.oy 

normg 



CTf LG LG L* 1C 
X Cl CG CO 



I t- i ^ 



■S3[iaiO a0 ®O 

[TUOUOf) 



•» 'z ' 



© 

^3 



o 



3 

•+- 

(D 

0Q 

© 



CD ^ 

> § 






b =5 



S3 I 



o - § 






s « 



i© c? o c? 

KN o 00 CQ O 

CO C? £5 -rH *— PS 



b £ 



b jg 5- p, 

3 © b a 



,§ a -~o 

:S_rO «f a ® 



b-g 



SO,' 



© - 2 cs 
■p * ' ^ r 



: a g a 

• S>? s o_f5 &e£ "" £ S ”5 

■ tt£,S'-3 ® 5 h "O^-SPh. 



iw 



r3 

d 

O 



g S_S ® S' 



~ 3 ® j? £ 






- t>> 

1?' 8 
2 S -+=> 
; c ® 

s 



g 

o 

o 

© 

BP 



TABLE OF WAGES PAID IN 1892-1803. 



RAILROAD COMMISSIONERS’ REPORT. 



35 



•sieioqn^ pin? 
saAojdmg; 



•s.iop?.ied() 

qjB.i.gapx 



■u3un[0}ii A V 
pnB nQuiqo^iAiQ = 



T; 



•usth^objx 

jaqio 



■nema.io^j 

_nogo0 8 



|s 

in 



"tiamcloqg 

j aqio 






§B 



namaSpiigi 
pms sia ^nad.iBQ 



■BjsiunpBjyr 



'uaramiu r 

jaqjO 




' na K noi;i!;g 

_ Ja qio 



^55 

= £ TH 



HSg 



Ui 



3 






225 2 



§ 






Si 



:3552 



giss: 



Ssiigg 

07 — T-i — ’ rH 



§2?5£§ 

07 — ' — ' — ' 07 



g5gsg 

07* 07 07 07 07 






i25s3 



2 55 



§ § 



2 S 



§ § 



'ITOgy 

. OQITOR 

'S3[ja[Q aogjQ 
puanexj 



JS5 


gg 1 


§5S§§ 


5 g 

07 — ‘ 


§ 


3 


1 l>y 
2.01 
2.90 


5S 1 

07 07 07 


§53g| 

CO 07 07 CO 07 


§ g 

CO* 07* 


§ g 

07 07 


^ 02 


s 

r-i d 


2 2 ki 


cc ^ ^ 07 Jd 3 © 




3 

•*— 1 


a>ss.fcs 

V SI 2 


i |§§ 2 ii | s a |g 


3 


>1$ 

All 


i-gg 

3)z;^: 


I|ggg5n | jj s |§ 


3 



£ 



53 



g 



S 



5 i & 







gpa; 



a 

a 

Sa- 



il 

&S85E 

itliioSiijiP 

Mi63»26i3a44*r« w 



1.21 



36 



RAILROAD COMMISSIONERS’ REPORT. 



PHYSICAL CONDITION OF RAILROADS. 

The elementary conditions under which the different rail-] 
roads of this State were constructed vary so little that thesl 
conditions have given little advantage in the cost of building,] 
maintenance and operation of one road over another. 

The State extends but little more than two degrees north! 
and south, and the difference in climate,— an important factor 
in some of the larger States,— is of comparatively little con- 
sequence as between the different railroads in Vermont.) 
Thus, if deeper snow is encountered on the east side, deeped 
frost is found on the west side of the mountains which divide 
the State into two nearly equal parts; and, as all of our rail] 
roads of any considerable length, with one exception, run ini 
northerly and southerly direction, all, with the one exception, 
are subject to the disadvantage of these two elements in 
nearly equal degree. 

The soil and topography of the country along the line of; 
any one railroad afford but little appreciable advantage over 
that of any other. If one has longer bridges to build and 
maintain, another has them the more numerous, and as all) 
follow the valleys and the lowest attainable lands, and as al 
of these valleys and lowlands are intersected by many streams 
and ravines, the bridges on all of the trunk lines are frequent) 
and some of them are of very considerable length. 

Nearly the same equable conditions exist when soil and sur- 
face are taken into account. On some of the lines deep, long 
and expensive rock cutting and earth excavations were found 
necessary, but these disadvantages found compensation i< 
long stretches of comparatively smooth and level surface, 
where the cost of construction could be reduced to a mini-j 
mum. 

During the period of construction, timber for bridges,) 
depots and ties was abundant and inexpensive, and, if this 
indispensable material has now become scarce in some porj 
tions of the State, an abundant supply can be found in Can] 
ada at a low price, whence it can be transported at a reason] 
able rate; and ballast, that all important material for the per-] 
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feet condition of the roadbed, was and is now found in suf- 
ficient quantities and within reasonable distances along all 
of the lines within the State so that, if the different railroads 
were not constructed and are not maintained up to a uniform 
standard of excellence, it is not attributable in any large 
measure to the physical conditions under which they have 
labored. 



There has been manifested in the management of all the 
railroads of the State a progressive spirit, and, if one has 
accomplished more in the way of permanent improvements, 
it is reasonable to suppose that the improvements were made in 
consequence of greater financial resources on the part of 
those which have made these betterments, rather than because 
of any unwillingness on the part of those which have done 
less m this respect. 



The introduction of heavier rolling stock on nearly all of 
he trunk lines has compelled the re-inforcement orre-con- 
structmn of many of the older bridges, and the activity, with 
ts attendant expense, shown in this department, has precluded 
respon mg improvements in roadway and track during the 
™ e , But ’ wlule the improvements have not been so 
buildiri an ”° Uc< ; able ln £ he track department as in that of 
has he ^ bridges ’ y et on &ome of the roads good progress 

even on t r ; a , nd ” n0ne haS the roadbed track not 

Some suner , SUbS t ldlalT lmes ^ been permitted to deteriorate, 
ner such^lwT^l 68 W6re built in a solid and substantial man- 
have been fre “f 8 ® 8 W been made > and, although there 

ards of roadbed 611 + '° What are Called hi ^ her stand ~ 
anopenanect- CO ” structlon and maintenance, yet, it is still 
found on theT ^ hether such enduring embankments as are 
years aeo a & Burli ngton Railroad, and built 45 

modern constru^tio^ ° f any ° f iater desig ' n and more 

ideal roadbed be Sald tbat tbe State has much, if any, 

ceded, itt ^saf *2* Within itS but, if thfe is com 

are up to the^ ° affirm tbat > eve n if none of the railroads 
(3) est standard of excellence in respect to 
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roadbed and track, yet several of them nearly approacj 
thereto, and, from personal observations, the Board is able tlj 
make the statement that, as a general proposition, in thes 
particular factors of railroad construction, our railroads ajl 
fully equal to those in some of the adjoining States ; and if 
of the main lines were ballasted equally as deep as the AtlaP 
tic and St. Lawrence Rairoad, operated under the Grarf 
Trunk Railway system, they would doubtless compare favc^ 
ably with the railroads of any State in this country. 

Speaking in a general way, however, improvement 
although very considerable, have not been so marked durj 
the biennial period ending June 30th, 1894, as during thet^" 
preceding years. Considerable ballast has been drawn on an^ 
spread along the lines, old, light and worn rails have ImT 
taken up and new and heavier rails substituted, and it 
worthy of note that the renewals of ties have been so we| 
made that but few decayed ones were observed on the entjj 
mileage of main line track in the State, this year 

With the exception of two, the narrow gauge railroads, ttfl 
subsidiary roads or “feeders” remain in substantially IT 
same physical condition as when inspected in 1892. 'll 
Bristol Railroad was completed and opened for traffic in J» 
uary, 1892. Its roadbed was well and thoroughly built, wit 
ditches of sufficient depth to obtain good drainage, and 13 
culverts were well placed and of ample capacity. The trac 
was laid in good alignment and, altogether, for a second cla 
road doing only a local business, it is open to but little, if ar 
criticism. The other standard gauge “feeders, ” like the M 
dison, and Missisquoi Valley, are largely surface roads. '1 
roadbeds are low and narrow and destitute of ballast and t| 
rails, taken mostly from other roads where they had seense 
vice, are old and considerably worn, but as the ties are gen« 
ally 'sound upon which these rails rest, the rolling st0C ^J 
light and the speed of trains is moderate, no accident of 4 
ment has happened upon these railroads during the last t# 
years that can be attributed to the faulty condition of the 
roadbed or track. 



RAILROAD COMMISSIONERS’ REPORT. 



89 



The Hoosac Tunnel and Wilmington Railroad was evident- 
ly constructed in haste. In many places the roadbed was in- 
sufficient, the ditches were shallow and the grades were irreg- 
ular. All of these defects have been largely removed and, 
with a moderate additional expenditure, this railroad will be 
adequate for public safety and convenience. 



DEPOTS. 



It is unnecessary to appeal to the memory of the “ oldest 
inhabitant to ascertain the form, finish, or material of the 
earliest railroad depots, for persons are now living who can 
well remember back to 1827, when the first railroad, the 
Baltimore and Ohio, was chartered in this country, and 
many when, in 1842, the Fitchburg; and in 1843, the Connec- 
ticut and Passumpsic Rivers, and the old Vermont Central 
received their charters from the State of Vermont. 

Besides, many of the old depots of the ancient design and con- 
s ruction are still standing and doing service, and the observ- 
an traveler of today can readily contrast the dissimilarity 
an easily determine the great superiority of the modern over 
e ancient depots, in all that pertains to the comfort, pleas 
not° r t COnVenienCe ° f their P atrons - These old depots are 
davs S , lj “: matlzed b y some as “decaying relics ” of former 
suDnbVH ’,1 ' C the bl ° Ck houses of our grandfathers, they 
ported i, eW f ntS ° f their da >’ and generation, and Con- 
nies . ™ th the financial ability of the railroad compa- 
re nil hr e f C f S exactin 8;and urgent demands of the travel- 
og public of that day. 

to remain 8 ^’ theS6 ° ld structures have been allowed 

comfortable '7 haVe be6n ^ enerall y repaired and rendered 
are lackino- * 1 a ^°^ et ^ er convenient. A few, however, 
which will I 1 ” r ° th ° f theSe conditi °ns, special mention of 
’Sections” ^ Under the beadof “Sketches and In- 
the approache 7 report - A few, also, were faultily located, 
suitable- but ^ ereto be * n & somewhat dangerous and un- 
companies intent! 77 th6 attention of the railroad 

sted has been called, either to the insuffi- 
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ciency, or the faulty location of their depots, they have man 
ifested a willingness to make the needed changes as soon d 
time and their financial ability would permit such improve^ 

ments to be made. _ 1 

Other and more presssing requirements have made ta 
progress in new construction of depots slow, but, if slow, j 
has been steady, the Board noting, with much satisfaction a| 
each succeeding inspection, new depots completed or in prcj 
cess of building, and in all instances these new structurd 
have been modeled after the standard designs now obtaining 
have been conveniently located, and have high, airy waitinj 
rooms, water flushed closets, steam or hot water heat, broaj 
awnings, long, and in some cases covered platforms, and aj 
of adequate size to accommodate the present, or prospectiv 
business of their respective localities. 

During the inspections made in the preceding biennii 
term, some of the waiting rooms were found uncleanly, an 
the sanitary state of the closets bad, but, at the last inspa 
tion, it was observed with pleasure that this unnecessar 
state of things had been largely changed for the better. 



The most important branch of the duties of the Boafl 
bearing upon the physical condition of the railroads of tfl 
State, is believed to be that which relates to the condition I 
its bridge systems and structures. 

In matters of clear height and width the law points out tl 
conditions of structural safety, for all bridges of recent I 
future construction, and directs also the safety appliances I 
be provided for the protection of trainmen at the approactl 
of those of ancient build and low coverings. 

Upon the passage of the law for the prevention of accideM 
to trainmen, and the early recommendations of the Boa| 
pursuant thereto in January, 1893, requiring the tell-tij 
warnings to be placed at the approaches of bridges, f 
Board found that many of the companies had complied with! 



RAILROAD BRIDGES. 



statute and recommendations before the statute took eff< 
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with the result that no life has been lost and no injury has 
been sutained since the law and recommendations thereunder 
came into force, April i, 1893, with a single exception, that 
soon after the passage of the law, a trainman was slightly in- 
jured while standing upon an exceptionally high car, by 
coming in contact with an overhead bridge. 

This statute, like that for blocking frogs, switches, etc., has 
proved of great good in the interest of safety to the lives of 
brakemen, and the promptness with which its provisions have 



been complied with by the railroad companies is commend- 
able. 

As would be looked for, the condition of the railway 
bridges of the State has been constantly and steadily im- 
pro\ing from year to year, and upon several of the more 
important lines the amount of new work in renewing and 
strengthening the bridges and in replacing those of the older 
class with new and modern iron structures, an unusual pro- 
gress has been made in the last biennial term. 

Tpon the Central Vermont system, ten new riveted lattice 
or iron girder bridges have been built, and the Georgia 
ridge over the Lamoille river, 600 feet in length, is being 
replaced b} a riveted lattice which is nearly completed. 

pon the Rutland Division of this system alone, nineteen 
eiv ridges have been laid by Engineer Roys, all of which 
jVj 6 vr ■ ^ j 6 m0( ^ ern an d standard iron type, and one of them, 
i< lebury bridge, is believed to be the strongest bridge 
cure of the large class in the State. The cost of these 
Si 1 T bridges on this division in the last two years is 
_i lm2 ?' anc * two heavy truss, wooden bridges have 
In ^ Engineer Roys, costing about $12 ,000. OO. 

build' ln ^ tances °f renewal of the floor systems or of re- 
close ^ ^ ^ ^§' es ’ the standard system has been adopted ; 

secu rp^ 11 v. 1 ° n '’ *^ eS ’ safety -guards gained to the ties and 
instance- th t0 t * le bridge timbers, and in not a few 
i n „ t ! . e lnsi de guard rail is also provided, thus insur- 
car or n c ^ e » ree °f probability the passage of a derailed 
m er of cars over or through these bridges in safety. 
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No accident has occurred in the two years past, by reason 
of the imperfect or inadequate quality of a railroad bridgj| 
superstructure on any of the roads of this State. 

Five bridges, however, of recent construction, on thfl 
Passumpsic Division of the Boston and Maine Railroad, wer 
found to be of less width from side to side than the law permits.] 
This fact was developed through the fatal accident to Ci 
M. Wilmot, reported among the investigations in Part III of! 
this report. The company proceeded at once t^o rebuild all 
these bridges of the standard width of clearance, and notified 
the Board of their completion and compliance with the law. 

Also, a sad accident occurred by the falling of an iron, linl 
and pin bridge over Nulhegan creek in Bloomfield, on thfl 
Grand Trunk Railway, in April last. The investigation iij 
still pending, being delayed until the foundation stone shall 
displaced for relaying, in order that the Board may be able tfl 
ascertain definitely the cause of the accident. 

Nothing has yet appeared in investigation had, indicating 
that the accident is attributable to the inadequacy, or stru« 
tural weakness of the bridge structure proper, although thl 
same has been reported by the Board as below the standaf 

factor of safety. 

The long and dangerous trestle work on the Montpeliei 
and White River Railroad, between Montpelier and Wil| 
liamstown, which the Board has criticised adversely in forme 
reports, has nearly all disappeared by being filled wit? 
earth, and converted into standard roadbed, and the work 
now near completion. 

The masonry of the newly constructed iron bridges ha 
generally been relaid, but in some instances the old piers afll 
abutments of our railroads are still deemed standard by thfl 
bridge-masters and are retained. ]» 

As a whole, the Board is pleased to report that the raij 
road companies are generally progressive in the introduction 
of a good standard of bridge construction in the State, aflfl 
are expending large sums in this important branch of perma 
nent improvement. 
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From the fact that a railroad bridge was safe a few years 
ago, it does not follow that it is safe to-day. It may be that 
the increase in the rolling stock of railroads is still to con- 
tinue, but it is claimed by some of our engineers, that it has 
reached its limit. Any further strides of increase, like those 
of the past eight years, would call for a like increase in the 
size and strength of bridges, rails, etc. , and it would seem to 
be wasteful economy to go further in this direction. 

All of our latest built iron bridges have been wisely placed 
with a margin of safety for a possible increase in the weight 
of rolling stock in the near future. 

BLOCKING OF FROGS, SWITCHES, ETC. 

By an act approved November 28, 1888, every railroad 
company operating in the State was required to adjust, fill or 
block, with a wooden block or wedge, the frogs, switches and 
guard-rails on its tracks, so as to prevent the feet of its em- 
ployes from being caught therein, the same being done on or 
before December 1, A. D. 1889, to the satisfaction of the Rail- 
road Commissioners. 

No penalty was attached to the disregard of this law. 

The railroads complied promptly in most instances with its 
requirements, and were dulv certified after inspection and ap- 
proval. 

The manner of keeping this blocking up and effective of 
t e object of the law has been a matter of investigation in the 
-everal inspections and on all occasions when noticeable. 

hi t ^ lere seems t° be no requirement of law that this 

oc ing shall be maintained after December 1, 1889 (an evi- 
th 11 ^ ° V . ers ^ lt * n the draft of the bill) the Board has noticed 
t at t is safety provision has, in general, been kept up, with 
e _^ cSu lt that in the last four years no accident has come to 
of . the Board by this once frequent cause of loss 

should h* trainmen. The omission in the statute 

be ke t < 6 CUre< ^ ^ an amendment requiring this blocking to 
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SAFETY APPLIANCES. 

In the last two biennial reports the Board referred to thia 
subject and it was discussed at length in Vol. II, pages 27 tfl 
32 inclusive. The results of Congressional legislation thesj 
anticipated have been realized. The Washington conferenc 
of the Interstate and State Commissions has recommended 
to Congress the enactment of a law to promote the safety 1 
the lives of trainmen and travelers, and upon these recom-j 
mendations, Congress passed the following Act in Marct 
A. D. 1893, viz. : 

“An Act to Promote the Safety of Employes and Traveler 
upon Railroads by Compelling Common Carriers Engaged 
in Interstate Commerce to Equip their Cars with Automatic 
Couplers and Continuous Brakes, and their Locomotives wittf 
Driving Wheel Brakes, and for other Purposes. 

Be it enacted by the Senate ami House of Representatives of the Unit 
States of America, in Congress assembled. 

That from and after the first day of January, eighteen hund 
dred and ninety-eight, it shall be unlawful for any commoif 
carrier engaged in interstate commerce by railroad to use on 
its line any locomotive engine in moving interstate traffic nod 
equipped with a power driving-wheel brake and appliance 
for operating the train brake system, or to run any train ifl 
such traffic after said date that has not a sufficient number 
cars in it so equipped with power or tiain brakes that tfl 
engineer on the locomotive drawing such train can control it 
speed without requiring brakemen to use the common hand 
brake for that purpose. 

Sect. 2. That on and after the first day of Januaf 
eighteen hundred and ninety-eight, it shall be unlawful fd 
any such common carrier to haul or permit to be hauled 4 
used on its line any car used in moving interstate traffic n® 
equipped with couplers coupling automatically by impact, an<j 
which can be uncoupled without the necessity of men goinj 
between the ends of the cars. 

Sect. 3. That when any person, firm, company or corpo 
ration engaged in interstate commerce by railroad shall havfl 
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equipped a sufficient number of its cars so as to comply with 
the provisions of section one of this act, it may lawfully refuse 
to receive from connecting lines of road or shippers any cars 
not equipped sufficiently, in accordance with the first section 
of this act, with such power or train brakes as will work and 
readily interchange with the brakes in use on its own cars, as 
required by this act. 

Sect. 4. That from and after the first day of July, eighteen 
hundred and ninety-five, until otherwise ordered by the Inter- 
state Commerce Commission, it shall be unlawful for an}’ rail- 
road company to use any car in interstate commerce that is 
not provided with secure grab-irons or hand-holds in the ends 
and sides of each car for greater security to men in coupling 
and uncoupling cars. 

Sect. 5. That within ninety days from the passage of this 
act, the American Railway Association is authorized hereby to 
designate to the Interstate Commerce Commission the stand- 
ard height of drawbars for freight cars, measured perpendicu- 
lar from the level of the tops of the rails to the centers of the 
drawbars, for each of the several gauges of railroads in use in 
the United States, and shall fix a maximum variation from 
such standard height to be allowed between the drawbars of 
an ^ ^ oa( ^ e< ^ cars - Upon their determination being cer- 
! 6 *° Interstate Commerce Commission, said commis- 
°ns all at once give notice of the standard fixed upon to all 
ommon carriers, owners or lessees engaged in interstate com- 
ce m the United States by such means as the commission 
min eem P ro P er . But should said association fail to deter- 
Inte 6 ^ Staiadard as ab ove provided, it shall be the duty of the 
eip-ht & ^ ommerce Commission to do so before July first, 
noticed Undred an( I ninety-four, and immediately give 
hundred a ^ oresa I ( I- And after July first, eighteen 

shall b an nin ® t y' five > no cars, either loaded or unloaded, 
the star,^ 156 ’ 111 Interstate traffic which do not comply with 
anoara above provided for 

SECT. 6 T'hat 

tive eng-i an ^ suc ^ common carrier using any locomo- 

hauled or ^ r ^ nn ^ n * an y train, or hauling or permitting to be 
se on its line any car, in violation of any of the pro- 
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visions of this act, shall be liable to a penalty of one hundred 
dollars for each and every such violation, to be recovered hi 
a suit or suits to be brought by the U nited States district atto® 
ney in the district court of the United States having jurisdicl 
tion in the locality where such violation shall have been comj 
mitted ; and it shall be the duty of such district attorney t<f 
bring such suits upon duly verified information being lodge^ 
with him of such violation having occurred. And it shall alsd 
be the duty of the Interstate Commerce Commission to lodga 
with the proper district attorneys information of any sue 
violations as may come to its knowledge: prmddcd, T* 

nothing in this act contained shall apply to trains composed < 
four wheel cars or to locomotives used in hauling such trail® 
Sect. 7. That the Interstate Commerce Commission maj 
from time to time upon full hearing and for good cause 
tend the period within which any common carrier shall compll 

with the provisions of this act. 

Sect. 8. That any employe of any such common carriel 
who may be injured by any locomotive, car, or train in lir 
contrary to the provisions of this act, shall not be deeml 
thereby to have assumed the risk thereby occasioned, althouf 
continuing in the employment of such carrier after the uniat 
ful use of such locomotive, car, or train had been brought 1 
his knowledge. (Approved March 2, 1893.)” 

With power brakes to locomotive driving wheels, with t| 
train-brake system under control of the engineer, with 
equipment connected with the locomotive throughout tb 
train, with automatic impact car couplers, with the securitil 
provided for safety in coupling and uncoupling, and all facilf 
tated and rendered safer by the standard and uniform heigW 
of drawbars of freight cars, as provided in this statute fori 
terstate traffic, the problem of how to reduce the appallm 
danger to the lives and limbs of trainmen as victims of t| 
link and pin coupler, and of the shock and jerk of trains, 

soon be solved. ■ 

The standard of height of freight car drawbars was dihj 
fixed and notified by the Commission at 34^ inches for stat 
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ard gauge roads and about 26 inches for narrow gauge roads 
with a maximum variation of three inches between the draw- 
bars of empty and loaded cars. 

No particular type of automatic coupler has been designated. 
The duty of every railroad company will be to get the best and 
have them in use on all its interstate traffic cars in the time 
fixed by law. 

The comparatively few cars in use in strictly local traffic 
will soon after be supplied with the same safety appliances, 
failing in which they can be encouraged to it by future legis- 
lation. 

As the law requiring these corporantion returns has been 
for the six years prior to the session of 1892, the Board has 
been unable to obtain them in season for its possible compli- 
ance with the statute requiring the biennial report to be made 
to the General Assembly at a seasonable period of its session. 

The reasons for the delay on the part of some of the rail- 
road companies were obvious and were claimed to be un- 



avoidable. 

The fact of the failure of the companies to make seasonable 
compliance with the law in respect to the time in which their 
annual returns were to be made to the Board has been brought 
to the attention of the Legislature in previous reports, and 
the delinquent companies have been enjoined repeatedly and 
often, of the necessity of an earlier compliance with the statu- 
tory requirements, in the years of the biennial sessions of the 
jeneral Assembly. The difficulties to be met, by some of the 
corporations having business connections with other compa- 
res, on the reports of which their returns to the Board were in 
part to be made up, rendered it next to impossible to make up 
teir answers to the great number of questions required by 
^established form of returns. 

a . e dela y has caused repeated embarrassment to the Board, 
an °°y ance to the Legislature. It has heretofore seemed 

unavoidable. 

" Board has sought to obviate the delay by presenting 
eport in seasonable compliance with the law by the only 
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method deemed possible. This report covers the biennfl 
period, to the time of its going to press, in all that represent! 
the record of its proceedings under the law, including its m 
spections, hearings, decisions, inquiries and investigations^ 
etc., the same as heretofore, while its statistical reports, and 
deductions therefrom, including the railroad returns and tabj 
ulated statements based upon the same, cover the years 1892 
and 1893 and do not include the current railroad year, « 
returns of which are not yet fully before the Board. 

Experience in the unavoidable hindrances that have coil 
fronted the Board in getting its report in press in season fog 
its presentation to the Legislature, at the opening of its sej 
sion, and the advance sheets of it into the hands of the retti 
ing mid incoming Governors, in time for their due considera-| 
tion of the same in their respective messages, has called f® 
the set back of one year in such statistical data in this repo® 
as are deduced and based upon the corporation returns, 
other respects the representations of the report cover the reel 
ord of all proceedings and work of the Board as heretoforej 
and the long standing embarrassment and annoyance cause* 
by the delay of the returns and the report, both to the Boar 
and the two departments of the General Assembly, may here| 
after be avoided, provided that the printer fulfills his coil 
tract for the getting out of the report in time. 

MILEAGE TICKETS. 

In the last report of the Board, this subject was discus! 
upon pages 48 to 50, wherein special reference was made J 
the statutes of other States enacted for the object of makinj 
this class of tickets and mileage books interchangeable 
tween different railroads. j! 

The Board did not recommend legislation in this direction 
but chose rather to await the outcome of litigation then pe®J 
ing in the State of Massachusetts for the purpose of test® 
the constitutionality of an act then recently enacted in tbj 
State, providing for the issuance and interchangeableness 

this class of tickets by all the railroads of that State. 
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The act is as follows : 



[Chapter 389] 

Section i. Every railroad corporation operating within 
this Commonwealth shall provide and have on sale, for 
twenty dollars, mileage tickets representing one thousand 
miles, which shall be accepted and received for fare and pas- 
sage upon all railroad lines in this Commonwealth, as well 
and under like conditions as upon the line or lines of the cor- 
poration issuing such ticket. 

Sect. 2. Such tickets or any part thereof shall be redeemed 
by each corporation issuing the same, upon presentation by 
any other railroad corporation. 

Sect. 3. On petition of any railroad corporation included 
within the provisions of this act, filed with the railroad com- 
missioners, asking that it may be exempt, or that any other 
railroad be excluded from the provisions of this act, said 
commissioners may in their discretion exempt or exclude 
such railroad from the provisions of this act, if in their judg- 
ment the public welfare or the financial condition of the road 
require or demand it. 

Sect. 4. This act shall take effect on the first day of 

ctober m the year eighteen hundred and ninety-two. 



This Board deemed it advisable to await the result of this 
contention, and indeed questioned both its legality and pol- 
icy , but expressed the hope that an arrangement might be 
rived at whereby such a convenient method might be 
ultimately attained. 



alit C J eSU ^ t ^ e litigation was against the constitution- 

al ^ u v.* 16 Statn * ;e above quoted, and it was adjudged void, 

nna 5 i a ^'ided bench, five concurring in the decision 
and two dissenting. 

full p 6 °^ ni ° n WaS delivered b y Chief Justice Field, and a 
which h 1 eia * dori an< ^ discussion of this very important case, 
view to ^ e ^ CIted attention in several other States with a 
extended T* ^ ^ e ^ s ^ a bt° n > an( l which is too voluminous to be 
sionero’ t> ~ re ’ ma - be found in the last Railroad Commis- 

f °und i n bothVh °q Massachusetts - on Pages 26 to 41, to be 
ries in th 6 ^ ate and the Railroad Commissioners’ libra- 

capitol, and the full text of the case with the reason- 
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ing and opinion of the court as well as that of the dissenti 
judges, is also in the Massachusetts Court Reports in o 
State library. 

RAILROAD MAP. 

The railroad map may be found as the frontispiece of t 
Report and the same has been revised and shows the railro 
mileage of the State at the present time. 

HEATING AND LIGHTING PASSENGER CARS. 

These subjects have been fully considered under th 
respective titles in all the former reports of the Board. T 
principle of locomotive steam heating, under low pressure a 
under the control of the conductor and trainmen, has cffl 




superiority over all other methods is known and recognized 
ihe public. Its inconvenience and discomfort to the travel 
are noticeable only where the neglect or incompetency 
those in charge of trains make them so. 

As to lighting, the Pintsch system of gas lighting has d 
tained on many of the first class railroads of the country, af 
appears to be most approved for safety and abundant lig' 
while coal oil at the safety test of 300^' Fahrenheit is still 
general use throughout the state. 

CONSOLIDATIONS. 

The Board has no new views to submit under this head b 
begs to refer to its reports thereon in Vol. 2, pages 37 to 43 i 
elusive, and in Vol. 3, page 48, as embodying the views 
which it still adheres. 

TELL-TALE WARNING. 

The following circular was issued to the several railrd 
companies of the State, May 8, 1893: 

To the Railroad Companies of the Stale of Vermont : 

Act No. 65, Session Laws of 1892, entitled “An Act fj 
the Prevention of Accidents to Trainmen,” provides as f 
lows, viz. : 
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Section i. Every railroad company operating a railroad, 
or part of a railroad, in this State, shall place at the ap- 
proaches of all its bridges and the highway bridges or other 
structures which cover or extend over its track, and does not 
leave a clear height of twenty feet from the top of the rails to 
the lowest parts of said bridges or other structures directly 
over said rails, such tell-tale warnings, or other safety de- 
vices of uniform pattern, for warning trainmen of their ap- 
proach thereto, as shall be recommended by the Board of 
Railroad Commissioners. 

Section 2. This act shall take effect April 1, 1893. 

Pursuant to said act the Board of Railroad Commissioners, 
at its stated monthly session at Montpelier, on the 4th in- 
stant, concluded its consideration of the various devices sug- 
gested by the railroad companies; and the “Standard Bridge 
Tickler,” so called, adopted and in general use upon the rail- 
road line of the Delaware & Hudson Canal Company, or the de- 
vice called the “Tell-tale Warning,” now in use on the Og- 
densburg Division of the Central Vermont Railroad, and 
heretofore (and before the passage of said act) recommended 
by the Board for adoption on the railroads of the State re- 
quiring safety appliances for such protection, are now recom- 
mended to the railroad companies for use under the provis- 
ions of said act. 

These devices are of uniform pattern, varying only in im- 
material details of mechanism, and all companies which have 
already complied substantially or reasonably with said former 
recommendation of the Board, or which shall hereafter, in 
compliance with the statute, place warning devices in sub- 
stantial conformity to either of these patterns, will be deemed 
as having complied with said statute. 
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The above cut represents the device in use on the r 
road line of the Delaware & Hudson Canal Company. 

At the inspection by the Board in 1893, it was found th^ 
most of the railroads of the State had substantially compli 
with the foregoing recommendations, and at the inspecti 
in 1894, no instance was found in which the law had b 
disregarded. 

POOLING AGREEMENTS BETWEEN RAILROADS. 

Since the issue of the Third Biennial Report of the Boa , 
considerable attention has been given in railroad, commerci ] 
and legislative circles to a proposition so to amend the “ AI 
to Regulate Commerce ” as to legalize certain contracts 
tween competing roads. The opinion of the Board M 



RAILROAD COMMISSIONERS’ REPORT. 



53 



sought and obtained as indicated in the subjoined corres- 
pondence : 



Interstate Commerce Commission, | 
Washington, November i, 1892. f 

Vermont Railroad Commission, Montpelier, Vermont. 

Gentlemen: — Will you kindly address a communication to 
the Interstate Commerce Commission giving your opinion as 
to whether it is practicable, and if so, advisable, to amend the 
Fifth Section of the Act to regulate commerce so as to legal- 
ize such contracts between competing roads as would tend to 
diminish unlawful discrimination and preferences in rates, 
and to maintain lawfully authorized reasonable rates ; and 
stating the form of amendment that you think will best ac- 
complish such result. Your paper will be confidential as to 

■ .f° UrCe ’ ^ you desire; but we prefer to be at liberty to give 
it the authority of your name. 

A reply as early as practicable is desired. 

Very respectfully, 

(Signed,) W. G. Veazey, 

Acting Chairman. 



State of Vermont. 

Board of Railroad Commissioners. 
Hartford, January 9th, 1893. 

»■ Ritei state Commerce Commission, Washington, D. C. 

Gentlemen • T 7 

Chairman W '~V, yourlate communication through Acting 
as to whether >"■ eazey ’ you ask the opinion of this Board, 



the 5th Section f v, actlcab e ’ and > so > advisable, to amend 
ize such contr - t-h & Act t0 re £ ulate commerce so as to legal - 
diminish unlawf ^ < ~ tween competing roads as would tend to 
an d to maintain ? terminations and preferences in rates, 
(4) ‘ awfully authorized reasonable rates ; and as 
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to the form of amendment which would seem best to lnsul 
such results. In reply thereto the Board directs me to p 
that upon such study and consideration of the subject as 
have been able to give, it is the unanimous opinion of th 
Board, that an amendment of the character outlined w« 
be both practicable and advisable. 

In the delicate service of a practical formulation ofl 
amendment to said section for the accomplishment of thl 
important ends, the Board would choose to defer to the mo 
practical experience and familiarity of those who have tl 
matter in hand, without an attempt at definite outll 
from us. 

Very respectfully, 

Sam’l E. Pingree, 

Chairmai 



RECOMMENDATIONS FOR LEGISLATION. 



The Board makes the following recommendations for adl 
tions and changes in the railroad laws: 

DANGEROUS CROSSINGS. 

That railroad companies be authorized by appropriated 
islation to take lands adjoining their roads near higoj, 
ci-rade crossings for the purpose of removing obstacles oj 
gerous to travel and obstructions to view of approach 
trains by the highway travelers approaching the same ; 1 

HARMONY IN LEGISLATION. 

In accordance with an invitation issued by the Massif 
setts Beard of Railroad Commissioners to the other « 
England States, a conference was held at the rooms o ■ 
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Massachusetts Board on Friday, December nth, 1891, at 10 
a. m. The following Commissioners were present: 

D. N, Mortland of Maine, A. W. Wildes of Maine, Roscoe 
Bowers of Maine, IT. M. Putney of New Hampshire, Ex-Gov- 
ernor B. F. Prescott of New Hampshire, Ex-Governor Sam- 
uel E. Pingree of Vermont, E. L. Freeman of Rhode Island, 
George M. Woodruff of Connecticut, William H. Hayward of 
Connecticut, William O. Seymour of Connecticut, George G. 
Crocker of Massachusetts, Everett A. Stevens of Massa- 
chusetts. 

The meeting was called to order by Mr. Crocker, and on 
motion of Mr. Woodruff, Ex-Governor Pingree of Vermont 
was made Chairman of the meeting. 

Mr. Wm. J. McCullough acted as Secretary. 

adopted dlSCUSSi ° n ’ the foll °wing resolution was unanimously 



esolved— That we deem it expedient that a compilation 

the eai f 1 ' ailroad laws of the New England States and of 

laws * \° NCW lOTk should be prepared and printed, such 

nate r>° - e S ° arran 8' ed as to facilitate a comparison of cog- 

° mitting fr ° m SUCh COm P llation a ”>’ laws 
general m their character.” 

three be apnoim ^ roc ^ er ’t was voted that a committee of 
dient with ? r f ^ t0 tak ® SUch aCtion as the - v deem ex P e ‘ 
h’hairman ann t0 the P ro P osed compilation. The 

Georve f th ° f ° llowi ^ nam ^d gentlemen: 

Maine, Geome Tm* f Massachusett D. N. Mortland of 
r S M. M oodruff of Connecticut. 

Attest, 

Wm. J. McCullough, 

Secretary. 
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The railroads of all these States, save Rhode Island, exte 
into and some of them through our State. The Board deenf 
such a compilation of great importance, and recommends sue 
legislation on the part of our State as may enable the Ra 
road Commissioners to concur in the publication of su 
compilation. 

All of which is respectfully submitted. 



SAMUEL E. PINGREE, 
AMORY DAVISON, 
LEON G. BAGLEY, 



Railroad 
Commissioner® 



Attest, 



ALFRED E. WATSON, 

Clerk. 



September 15, 1894. 



PART II. 



RAILROAD SKETCHES, 

GENERAL AND SPECIAL 



INSPECTIONS. 



SKETCHES AND GENERAL INSPECTIONS. 



BARRE RAILROAD. 

Line of Road. — From the southerly terminus of the Barre 
Branch of the Montpelier and Wells River Railroad, near the 
northerly limits of Barre village, through the village southerly, 
to the granite quarries on the high hill in the southerly part 
of the town. Total length of track now completed and in 
operation, 24 miles; 9.26 miles of which are main line and 
14-74 miles are spur tracks to the quarries, side tracks, switch 
backs, and belt line around the top of the mountain. Gauge, 
standard. Rails, steel, the main line being 60 pounds and the 
remainder 56 pounds weight per lineal yard. 

road was organized under the general laws of 
e ta^e, and its articles of association were filed with the 
^ecretary of State in the autumn of 1888. Construction was 
^ nee begun, and the main line was completed and in opera- 
hav *k summer °f *889. The spur tracks and sidings 
■. ^ 6en added from time to time as the growth of the gran- 
ge business has required. 

"th h^f' W * ns P ec *a 011 f° r i8 93 was made on October 

Panied ^^ n ^ n ^ ss ' oners Pingree, Davison and Bagley, accom- 
Dodve R ^ Stanyan, General Superintendent; F. E. 
The last ° a ‘faster; and C. F. Robinson, Bridge-Master. 
Commissioner 1011 " aS , made J ul y 2 7th, 1894, by the same 
Since th r 1 " 8 °^. etdler w ifh fb e same officers of the company. 
Railroad Com^ P- e P°rt the East Barre and Chelsea 

road from . / n ^ >an T’ a separate corporation, has completed its 
e main line of the Barre Railroad to East Barre 
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village, a distance of about a mile and a half. This new road! 
was "constructed mainly by the people of East Barre, and « 
operated by the Barre Railroad Company under a temporary 
arrangement, pending the execution of a proposed perpetu* 
lease to the latter company. The new road is laid with* 
pounds steel. There is but little fencing yet erected. Two 
highway grade crossings are unprovided with the crossis* 
signs required by law. 

The main line of the Barre Railroad has been maintained 
in fair condition during the last two years. The necessai* 
renewals of ties have been made, and tie plates and rail brae* 
have been placed on a large portion of the curves. The tfl 
are being thickened up to about 3,000 to the mile. But littB 
attention is paid to the cutting of weeds and bushes along the 
track. All public highway crossings are supplied with lawfrl 
crossing signs, but there are many much-used private crossing 
which are used to quite an extent by the general public, whi« 
have no warning signs of any description. About one mil 
of spurs and side tracks were laid in 1893 and about 900 f« 
in 1894. A commodious depot has been built at -‘LangdonsJ 
As a whole, this road is maintained and operated in a maM 
ner appropriate for the purposes for which it is used. Sotii 
10,000 passengers, including workmen and sight-seers, are c* 
ried up the mountain annually, but the principal revenue* 
derived from hauling supplies up to the extensive gra^H 
quarries and from taking down the rough stone to stone driM 
ing sheds at the village, and for shipment abroad. Bloc 
weighing over 100 tons have been quarried. The railr<M 
runs under 60 derricks and takes the granite produced by * 
different concerns. At the vVetmore & Morse quarry, wl| 
is called the most extensive quarry of the kind in the wor* 
on a spur track having a maximum grade of 300 feet to Mj 
mile, an elevation of 1025 feet above Barre village is reacD« 
The grade from the village to the highest point on the 
line, 3^ miles distant, averages 243 feet to the mile. V 
greatest rise on the main line is at the rate of 264 feet S 
mile. 
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BENNINGTON AND GLASTENBURY RAILROAD. 

Lint of Road . — From its connection with the Bennington 
and Rutland Railway, in Bennington village, to the mountain 
woodland in Glastenbury. Length of track, io miles, includ- 
ing i mile of sidings. Gauge, 4 feet 8 inches. Rails, iron, 
weighing 36 pounds to the yard. 

History . — This road was built in 1872, for the transportation 
of forest products from the towns of Woodford and Glasten- 
bury. It has not been operated for general freight trans- 
portation for several years. It is now owned in the interest of 
the Bennington and Rutland Railway Company, and is used 
only by the latter company for side-track purposes. 

Inspections — The road not being open to the public, it has 
not been inspected since the inspection of August 6th, 1892, 
which was reported in the last Biennial Report. The road- 
bed, ties, track and bridges are in such condition that heavy 
expenditures will be required before the road can again be 
safely operated. 



BENNINGTON AND RUTLAND RAILWAY. 

Zn;c of Road . — From Bennington to Rutland, and from 
1 ort ^ ^ en nington to State Line, the main line being 57.06 
es in length and the line from North Bennington to State 
g IDe ’ 1 '^5 miles long, making 58.91 miles of trunk line, with 
5 ° miles of sidings. Gauge, standard. Rails, steel, weigh- 
ln S 60 pounds per lineal yard. 

£ ,‘ sto>r y- This road was chartered as the Western Vermont 
tWee"°TJ Com P an > r - November 5th, 1845. The portion be- 
tion f T ° rt ^ Bennington and State Line was put into opera- 
and fi 11 ■ 1 ^^ 2, connecting at State Line with the Troy 

ton , .^ nn ^ n S l °n Railroad. Extension was made to Benning- 
t0n vl Bage in i8 S4 . S 

mortga W6rlt un< ^ er a trusteeship upon foreclosure of 
With th^f 111 February, 1870, it was consolidated 

ebanon Springs Railroad, under the name of the 
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Harlem Extension Railroad Company. The consolidate! 
road was leased to the Central Vermont Railroad Com 
pany in 1873, but was surrendered back to the trustees undo 
the aforesaid mortgage, and became reorganized under r 
present name. It has been operated by the Bennington am 
Rutland Railway Company since September 10th, 1877. 

Inspections . — The inspection for 1893 was made Septembi 
20th, by Commissioners Davison and Bagley, and Clerk Wa 
son, accompanied by officials of the railway company. 9 
last inspection was made July 18th, 1894, by Commissiond 
Davison and Bagley, accompanied by E. D. Bennett, Super 
intendent, and A. G. Coomer, Road and Bridge-Master. 

Numerous improvements have been made upon this ro 
since the last Biennial Report, particularly with reference t 
strengthening the bridges to meet the requirements of tf 
heavy rolling stock and loads now run. The Board deplor 
the continuance of the use of “horses ” under so many of t 
bridges. These temporary expedients appear to be well pul 
in, and as long as they are carefully looked after and keptii 
place, the carrying capacity of the structures is considere 
adequate. The cob-house bridge seats under several of the 
bridges, in lieu of substantial masonry and timber-wor* 
convey an impression of a lack of permanency. Bridge Nj 
9, in Wallingford, which was tampered with by unknown 
persons for purposes of revenge or train robbery an< 
wrecked by the night express train, September 6th, 1893, hi 
been thoroughly repaired. 

The ballast on this road is plentiful and of good quality 
The ties are in good condition, some 60,000 new ones havioj 
been laid since our last report. As the new ones are laid 
they are placed closer together than formerly, the rule nol 
being 3,000 per mile. One hundred tons of new 60 lbs. ste< 
rails have been purchased during the present season. 

The requirements of law with reference to guard-rail bloc ; 
ing, cattle-guards, crossing signs, and cutting of weeds alo«| 
the line, are well observed. 
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A new depot is being built at Clarendon in compliance with 
a recommendation of the Board. 

The train service on this road is exceptionally good for the 
accommodation of both through and local passenger travel. 

BRISTOL RAILROAD. 

Line of Road . — From its connection with the Central Ver- 
mont Railroad at New Haven Junction to Bristol village, 6.26 
miles, with .56 mile of sidings. Gauge, standard. Rails, 
steel, weighing 56 and 60 pounds per yard. The ties are laid 
2,600 per mile. 

History . — This road was chartered as the Bristol and Rich- 
mond Railroad Company, November 1st, 1890. Construction 
was commenced immediately, but was soon temporarily sus- 
pended because of lack of funds and other obstacles. The 
franchise passed into the ownership of the present manage- 
ment, by which the road was promptly and thoroughly con- 
structed. The road was opened for public business January 
5th, 1892. 

Inspections. The inspection for 1893 was made September 
*3th, by Commissioners Davison and Bagley, and Clerk Wat- 
]g D ’ accom P an ied b)' H. G. Smith, Treasurer, and J. J. Rid- 
£) , irector. The last inspection was made July 6th, 1894, 
> ommissioners Pingree, Davison and Bagley, accompanied 

b >- Treasurer Smith. 

since^h touches have been put upon this new road 

dition % laSt ^ en nial Report, and it is now in excellent con- 
additi ^ evera -l openings in the roadbed have been filled and 
Rtards at ^ a ^ ast ^ as been distributed. The absence of eattle- 
at s ^ vera l highway grade crossings was noted. 
j ence of °h a ^ ears t0 be operated for the safety and conven- 
ed pass^ 6 anc ^ * s liberally patronized for both freight 

Starksboro^ Cr tra ® C the people of Bristol, Lincoln and 
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BOSTON & MAINE SYSTEM. 



ASHUELOT RAILROAD. 



Line of Road . — From South Vernon, Vt., to Keene, N .1 
24 miles, of which only. 7 2 of a mile is in Vermont. Sidind 
3.79 miles, of which 1.69 of a mile is in this State. Gaug 
standard. 

History . — Chartered December 27th, 1844. Commenced) 
erating January 1st, 1851. Reorganized in 1877, 
$210,000 of capital stock and leased to the Connecticut Rill 
Railroad Company on the 21st of April of that year, unde 
99 years’ lease at an annual rental of 30 per cent, of its i 
receipls, recently amounting to 8 per cent, on the capi| 
stock, which is all held by the Connecticut River Railr 
Company. 

Inspections . — Made September 13th, 1893, by Commissione 
Davison and Bagley, accompanied by Wm. E. Clark, Bridg 
Master; and July 10th, 1894, by Commissioner Davison 
Clerk Watson. 

Extending as this road does, less than one mile in this Sta 
and over meadow land of tolerably even surface, it has no cij 
or fills of much depth, nor are such necessary to get a unifol| 
grade. The rails are all of 56 lbs. weight to the yard and i 
on ties that are sound and closely spaced. The roadbed, i 
eluding ballast, the alignment of the track, and the fences! 
commendably good. It has but one depot, and that in co 
nection with the New London Northern at South Vernoi 
This is rather small for a junction station, but is cleanly keji 
and is in a good state of repair. It has no entire bridge] 
the State, only about 100 feet of the Hinsdale bridge, whiS 
spans Connecticut River, being west of low water mark (St| 
line). This bridge has a good factor of safety. 
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PASSUMPSIC DIVISION. 



CONNECTICUT AND PASSUMPSIC RIVERS RAILROAD. 



Line of Road — Extends from White River Junction to the 
Canadian line in Derby, Vermont, giving length of main line, 
110.30 miles, with 34.38 miles of sidings. The rails are now all 
of steel, of 56 pounds weight per yard, from White River 
Junction to Wells River, 40 miles, and from Wells River to 
the Province line, 17 miles, of 60 to 79 pounds; 21 miles are 
of 73 to 79 pounds, and the remainder of the way, they are of 
56 pounds weight. 



History. — The Connecticut and Passumpsic Rivers Railroad 
Company was chartered October 27th, 1843, but the road was 
not completed and in operation throughout until 1863. 

The company leased the Massiwippi Valley Railroad, July 
1st, 1870, thereby extending its line to Lenoxville, P. Q., 
34 - 75 . with 2.40 miles of spur track, reaching from Stan- 
stead Junction to Stanstead, P. Q. , and Derby Line, Ver- 
mont This lease is for the period of 99 years, and connects 
is me with the Grand Trunk, Quebec Central and Cana- 
dian Pacific Systems, making the entire length of this Divis- 
- 5 ° miles. January 1st, 1887, with its leased lines, it 
tk . 6aSe the Boston and Lowell Railroad Company for 
com y ears an< ^ passed with its lease of the latter 

under ^1 ISt ’ l887, into tbe Boston and Maine System, 

tinued^ T ^ ^ ^ same P er i°<E since which it has con- 
division 0 6 0perated ky that corporation as its Passumpsic 



mSioner s' P ThiS Hne WaS ins P e cted August 1st, 1893, by Com- 
panied by TT In ^, ree P>av ^ son an< ^ Clerk Watson, accom- 
Spauldino- R r ; 4 ' f r ° lsom > Division Superintendent ; E. C. 
Master- an 1 ■ ^‘Master; and William G. Roberts, Road- 
Road and beh J une 2 5th, by the same Commissioners, 
Engineer 1 ^ e '^ asters > with David Williams, Assistant 

nearly ^ r hite River Junction, this road pursues a 

course along the Connecticut river valley, 
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until it reaches East Barnet, where it leaves the Connectic 
and emerges into the valley of the Passumpsic, and thei 
runs along the meadows bordering that stream until n 
West Burke. From a point a short distance north of Lyndi 
ville, it rises at rather a sharp grade fourteen miles to 
“ turnout ” known as the “Summit.” Leaving the “ Sd 
mit ” and continuing north, it descends rapidly about 
equal distance, until near Barton Landing, where the gn 
again becomes easy and so continues until the Canad 
line is reached. Approaching the “Summit” in eith 
direction are found the only long and heavy grades upon tB 
road. 

Following as it does the valleys of the Connecticut al 
Passumpsic rivers for a distance of about eighty miles, 
encounters and crosses all the mountain streams that descei 
to the east to unite with the former, and after leaving th 
river in ascending to the north, it often comes in conti 
with the Passumpsic and many of its tributaries, thereB 
compelling the erection and maintenance of many bridge 
They number more than one hundred, but of this numb 
only three can properly be termed long, and only foi 
remarkably expensive to construct. These are the ire 
bridge at White River Junction, the Abbott arch in Bart<| 
and the two pile bridges spanning the lake at Newport. Thi 
are all of approved but various designs, the pin lattice pfl 
dominating among those of any considerable length. 

With the exception of the Pompanoosuc bridge, a pin li 
tice, built in 1852, and a Howe truss near Passumpsic, bn 
in 1864, all are considered adequate to stand the stress, wit 
a large factor of safety, of any rolling load that will 
hauled over them by the motive power now in service on tlj 
line. 

The two excepted bridges, although as yet showing 1 
special signs of weakness or decay, we were informed B 
Bridge-Master Spaulding, are to be rebuilt the coming seasol 

The masonry upon which the new bridges rest is excepti' 
ally good, being composed of heavy stone blocks and laid 
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cement, while that under the old ones, though somewhat 
rough and coarse, still stands erect and unimpaired. 

The rails were found generally in good condition, the 
alignment of the track excellent, the elevations of the curves 
remarkably well adjusted, and so well have tie renewals been 
made that scarcely an unsound or decayed tie was noticed on 
the entire length of the main line. 

Up to the time of the inspection in 1892, the improvements 
on the roadbed had not kept pace with the improvements in 
the department of buildings and bridges, but since that time 
there has been steady progress made in this line of work, 
and now, instead of an almost continuous want of ballast, 
long stretches of wide top surface heavily ballasted are found, 
and, if the same work shall be continued, it will require no 
long time to place the roadbed of this line among the best 
in the State. 

Speaking in a general way, the station accommodations are 
ample and the sanitary arrangements good. Many of the 
old stations have been recently renovated and repaired by 
h new doors, sheathing the waiting rooms, 

in ing awnings and low, long platforms, thereby lending 
a tractiveness to these structures and safety, comfort and 
nvenience to the traveling public. Several new ones have 
no ^ n and when this has been done, these buildings are 
and° D ^ e ^ G ®' arlt ’ n design, hut are handsomely finished, large 
gg ^° n venient, and have all the modern appointments, such 

closets 0111 ? Water ’ steam or furnace heat and water-flushed 

ing- a rl statdon now being erected at Barton Land- 

justly di W en *"^ S completed but little criticism can be 

whnU 1 rectec ^ against much the greater number along the 
Whole length of this road. 

and wpD ^° n &nd ^ rade crossing signs were found in place, 
Thou ] J )ainted and distinctly lettered, 
good and re gniation standard, the fences are 

grass alon WC ^ re P a i re d- The weeds, bushes and 

as early as ^., ^ mar ^ ns *-he roadbed are not always cut 
e aw requires, when other and more important 
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duties have been performed, but it has been observed tl 
this work has been attended to later in the season. On 4 
whole, this road has made very noticeable betterments, eve 
during the last two years of business depression and decree 
earnings, and, while there still remains much to be done,i 
there always will be in all departments of railroad main* 
nance, when it shall have completed the ballasting of its ro 
bed up to the standard now prevailing, this railroad will 
entitled to take rank among the very best in the State. 

The following letter in regard to the Bugbee and Bar 
bridges was received by the board, May ist, 1894: — 

Boston and Maine Railroad. 

Passumpsic Division, 
Superintendent’s Office, 

Lyndonville, Vt., April 30, 1894 
A. E. Watson, Esq., Clerk R. E. Commissioners, Hartj ord Verm 
Dear Sir Referring to report and notice of the Board 
the matter of fatal accident toO. M. Wilmot, January 21, i8‘ 
I desire to now advise the Board that the Bugbee and B; 
net bridges, referred to in said Report, have been chan 
in width so as to comply with the amended statute, gove: 
ing in such cases. 

Yours truly, 

H. E. Folsom, 

Superintendent. 



VERMONT VALLEY RAILROAD. 

Line of Road . — From Bellows Falls to Brattleboro, 23.1 
miles; sidings, 5.35. Gauge, standard. Rails, all steel, ^ 
60, 70, 72 pounds weight per yard. 

History . — Chartered November 8th, 1848, and commenjl 
operating in 1851. May 12th, 1865, passed into the han«| 
of trustees, for ten years, at a yearly rental of $60,000. 
January, 1871, this lease was transferred to the Rutland 
Iroad Company, by which company it was operated t*j 
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April 5th, 1877. It then became a part of the Connecticut 
River System, by which it was operated until it passed into 
the hands of the Boston and Maine by lease, dated January’ 

1st, 1893. 

Inspections.— In 1893, the inspection was made by Commis- 
sioners Davison and Bagley, accompanied by William E. 
Clark, Road and Bridge-Master; and in 1894, July nth, by 
Commissioners Pingree and Davison, and Clerk Watson, 
and by the same Road and Bridge-Master as in 1893. 

The solid and substantial manner with which the roadbed 
of this road was first constructed renders its maintenance 
easy and inexpensive, and the care it has received has kept 
it up to a high state of preservation. The top surface is 
broad and gives ample room for ballast, which is found in 
abundant quantities along the entire line. Though some of 
the rails have been in service for the last twenty-four years, 
they are not badly worn or battered. 

Two and one-half miles of these old rails are to be taken up 
an replaced with rails weighing 75 pounds to the yard, dur- 
mg the present season. The Saxton’s river and the West 
arC on ^y W ones on the road, and these 
sa j a ot ^ er bridges are of iron with a good factor of 

skill are su PP or *- e d by heavy stone masonry laid with 

Stati^ .^° 0 ^ j U( % ment - The fences are exceptionally good. 
j n lg ° n S '^ ns ^ at were wanting at Putney and East Putney 
°f ave ' 3een replaced, and the three overhead bridges 

tale wa ^ tWenty feet clear height, and at which no tell- 
tion in S ^ ns been erected at the time of the inspec- 
°f (-he ] been raised, and now meet the requirements 

heicrht- rec i u ^ r ’ n & all bridges built or rebuilt to have a clear 
T he 4 twent J’ f eet. 

Sive amnl S arS C ^° Se ^ s P ace d, being 3,000 to the mile, and 
the same 6 SU PP ort 1° the rails while the quality and life of 
T he de r ' qUire no Averse comment. 
ti°n, arene^l^ 6 anc * ent or me( lieval design and construc- 
the localitie^ v, anc ^ sufficiently’ large to accommodate 
(5) 6S 1 at they were designed to serve. Switches, 
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frogs and guard-rails are kept blocked with care, and fl 
seasonable attention paid to clearing the margins of the roi 
of weeds, bushes and grass is highly commendable, and shou 
preclude the fault-finding of the most fastidious. 

On the whole, this road, for physical condition, train se 
vice and general management, deserves to rank among t? 
best in the State. 



ST. JOHNSBURY AND LAKE CHAMPLAIN RAILROAD. 



Line of Road. — From Lunenburg to Maquam Bay, 120 m* 
mainline; and Victory Branch, from North Concord to ■ 
Haven, 11.1 miles; Hardwick Branch, 1.5 mile. TotalJ 
operated, 132.6 miles. Sidings and yard track, 18.42 
Gauge, standard, 4 feet 8 j 4 inches. Rails, steel, 123.3° 

56 and 60 pounds weight; Victory Branch, iron and steeM 

pounds. 

History. — This railroad is a union of the lines of three s« 
rate companies originally, namely, the Essex County jH 
road Company, chartered in 1864, amended 1866; MontpeP 
and St. Johnsbury Railroad Company, chartered in 
the Lamoille Valley Railroad Company, chartered m 1 
Consolidation was effected by the three companies joi 
bonding their property, but failing to pay the mtereSM 
bonds, all the roads went into receiver’s hands in 1871^" 
year that it was opened for business. _ 

The road was first operated as the Portland and g^M 
burg Railroad, Vermont Division. It was reorganized 
the name of the St. Johnsbury and Lake Champlain Rai* 
January 31st, 1880, and commenced to be operated under* 
name July 1st, 1880, and so continues to the present time* 
The Victory Branch was constructed to the 



districts in Victory, Granby and East Haven 



in 1882-3 



Ltitie« 



afford facilities for the transportation of the large quan j 

- • It was built 



of lumber manufactured in these towns. 



or lUIIlUCl iiiauuLu.vi,^ _ 

St. Johnsbury and Lake Champlain Railroad Comp « 
which it has been and is owned and operated. 
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Inspections. — Made August 2nd, 1893, by Commissioners Pin- 
gree and Davison, and Clerk Watson, accompanied by H. E. 
Folsom, Superintendent; E. H. Blossom, Assistant Superin- 
tendent ; Charles E. Severance, Road-Master; and George Gib- 
bons, Bridge-Master. 

Inspection in 1894 was made June 26th and 27th, by the 
same Commissioners, with E. H. Blossom, Assistant Super- 
intendent; A. J. Corriveau, Train Dispatcher ; E. C. Spauld- 
ing, Bridge-Master; and David Williams, Assistant Engineer. 

If comparison is made of improvements accomplished on 
this road during the past two years with those that were 
made during the preceding biennial term, they will appear 
notably less, yet of much value and importance as regards 
the safety of its trains and the accommodation of the public. 
In no department have the conditions been permitted to grow 
worse, while in ihe department of bridges and buildings, 
positi\ e progress has been made in the way of lasting better- 
ments. The undertakings under way and prominent, but in- 
complete in 1892, are now finished, Fisher’s trestle in Dan- 
e has been filled; the double, stone waterway in the same 
wn, the Elmore brook bridge in Wolcott, the stone arch 
^ear t e Tenney bridge in Morristown, the fill at Walden 
and treSt * e ’ unfinished at the time of inspection in 1892, 
staiu) a /i neW ^ owe truss bridge of two spans and of 
all be strength, too feet long, at East St. Johnsbury, have 
years C1 T " ^milt or completed within the last two 
Fairfield W ° UeW ^ epots have also been constructed at East 
tions of th^ ^^ e ^ on ’ t Q compliance with the recommenda- 
East Fai fi ti ^ 0ar< ^’ u Pon petition and hearings; the one at 
ished and th ^ ar £ e > r °omy, well planned and well fin- 

43 good and ^ ^ Shel< ^ on ’ though smaller, being equally 
ness done 0 t adequate to accommodate the smaller busi- 

*%hgate Stat !° n ' T he depots at Highgate and East 

ther days rerna ' n ’ conspicuous and decaying relics of 
commend tl ^ 3X6 suc ^ a character and state as not too 
cism and co 16 ]™ 56 ^ 6 * to t ^ le P u ^^ c > are open to justifiable criti- 
n emnation, and should be abolished at the earliest 
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practicable dav, and new ones erected in their stead. Otherwise, 
the stations on this road are all fairly good, and a few, som* 
of which have been mentioned, are of a high standard of ex- 
cellence. With an occasional exception, they are kept com- 
mendably neat and clean. No essential changes have bees 
made in the long bridges during the past two years. Thej 
were all originally of the Howe truss design, and light W 
the rolling stock of the present day ; but, as many of then 
have been strengthened in one way or another and all receive 
the vigilant care and supervision of Bridge-Master Spaulding, 
the Board does not deem them unsafe, unless heavier engines 
are substituted for those now in use. The roadbed, whee 
first built was faulty and imperfect, lacking depth and width, 
and the ditches were shallow and the ballast thin and scat$ 
These defects have been partly remedied by widening # 
top surface with gravel, but much more of this material 
indispensable to a first-class road, is still wanting. The raft 
and ties were found in fair condition ; six thousand of* 
latter were put in last year, and many new ones were ob- 
served scattered along the track, which the section men were 
placing at the time of the last inspection. Cattle-guards a» 
fences were both, in a large measure, found wanting 
Lunenburg to East St. Johnsbury. From St. Johnsbury west 
to Maquam, both of these requirements are better, thong* 
not perfectly fulfilled. A limited number of split switcl 
have been introduced, and the switches, frogs and gna** 
rails were found blocked, but some of the blocks will 
need renewal on account of wear and decay. When this njj 
road came into the hands of the present management, 
in a state of deterioration. At that time many trestles, soj 
of them of dizzy height, with timbers weak from decay, exisj 
along this line. The roadbed was flat and largely destL 



of ballast. 






Many of the ties were soft and worn. A P° 
of the rails were battered and the joints were low. 9 
then the high trestles have been filled and low ones 
either been rebuilt or repaired, and are now comparatip 



safe. Large renewals of ties have been made, and the 
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teTed rails taken up and new ones substituted ; and on the 
whole, while much remains to be done to raise this road to a 
first-class condition, yet so much has been accomplished in 
the short time that it has been under the present manage- 
ment, that it almost disarms criticism. The original order, 
as modified by the supplementary order of the Board in re- 
spect to the abolishment of one of the grade crossings on 
Jason Cole’s farm, in Danville, was found to have been com- 
plied with at this inspection. 

CANADIAN PACIFIC SYSTEM. 



NEWPORT AND RICHFORD RAILROAD. 

Line of Road. — This road has its termini at Newport and 
Richford, and there are 21 miles of the same in Vermont, 
with about six miles of side track. The gauge is standard. 
The rails are all of steel of 56 and 60 pounds weight to 
the lineal yard. The ties are laid 3,000 to the mile. 

History. This road, which was chartered and constructed 
t e Missisquoi and Clyde Rivers Railroad, was sold to the 
^ ewport and Richford Railroad Company in 1880, and is now 
perated by the Canadian Pacific Railway Company, which 
ased the same, June 29th, 1881, for 99 years. 

and l8 93 ; July 27th, by Commissioners Pingree 

Assist aV i S ° n ' an< ^ ^ erk Batson, accompanied by F. P. Brady, 
tor- G' Superintendent : Joseph D. Clark, Bridge-Inspec- 
Esa !T ■ Shanks ’ Ge ueral Road-Master, and F. E. Alfred, 

the same Com 1 " f ° r the com P a ny. In 1894, June 30th, by 
tende-nf r> mis sioners, accompanied by Assistant Superin- 
&nd R ° ad - Master Shanks. 

from Nes ^ ' S ^ 0und good width and well ballasted 
ballast from nt ^' en ' :er to Richford, but with a deficiency of 
in i8n, export to Newport Center. At the inspection 

Progressing ballasting the east end of the line was 

Newport bet ^ pros P ect °f its completion through to 

officers of the 16 SUS P ens * on > hut it is now claimed by the 
company that the prosecution of this work had 
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to be suspended for want of earnings beyond the limit of 
service necessary for the safety of the traffic, and because 
the large force of workmen was demanded in other parts of 
their great system. The result, whatever the cause, In 
been the entire suspension of ballasting this much neglecte^j 
end of the line. 

The renewal of the ties and rails and keeping the track in 
a fairly safe condition is noted. The old St. Albans steel 
rails have given place from year to year to the Scranton steel 
of 60 and 72 pounds weight to the yard. The switches and 
guard-rails are kept in a fair condition of blocking, 
fences are excellent. The crossing signs are well displayed, 
and the cattle-guards are of the modern surface types, and 
are of two distinct patterns. 

There are several re-railing switch devices on this line. I 
The station houses are old-fashioned and very plain, bfl 
are spacious and well looked after and appear equal to all 
needed service. 

Bridges . — The great pile bridge across the arm of the UB 
at Newport has been filled up, and, save an opening of 15 5 
feet, for navigation, the roadbed is completed in earth dutnpj 
across the arm of the lake and now lacks only ballast, which 
is to be placed as soon as the earth is compactly settled W 
receive it. This took 95,000 cubic yards of earth and co| 

$19,000.00. . M 

The “• Summit ” trestle has been considerably renewed aw 
strengthened as to its piling, mud sills and timbers, wB 
the old high trestle just east of Newport Center has 
filled with earth. 

The trestle bridge at North Troy, — the highest structurej 
its kind now left in the State,— still spans the stream aj 
chasm there, though its construction was claimed to be 1 
temporary four years ago, and was to be replaced by an 
structure. The Board deems this bridge safe only for tra»l 
moving at a slow rate of speed, and, as this cannot a ■ 
times be assured, the lofty trestle should be replaced >1 
permanent bridge of safer structure. 
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CENTRAL VERMONT SYSTEM. 

CENTRAL VERMONT RAILROAD. 

Line of Road. — This system consists of a main line running 
from Windsor to Rouse’s Point, with leased and operated 

lines as follows, viz. : 

Addison Railroad, Brattleboro and Whitehall Railroad, 
Burlington and Lamoille Valley Railroad, Missisquoi Val- 
ley Railroad, Montpelier and White River Railroad, New 
London Northern Railroad (ten miles in Vermont), Rutland 
Railroad, Swanton Branch Line (Swanton Junction to Prov- 
ince line), all within this State, and being 436.90 miles of 
mainline, together with about 375.1 miles of road outside of 
\ ermont and making the aggregate main line mileage 81 1 
miles. The Central Vermont Railroad proper has 85 miles 
of sidings, etc., and 202 on all roads operated within and 
without this State. 

History. The Central Vermont Railroad is an outcome of the 
ermont Central Railroad Company, which was chartered in 
1843 to build a road from Windsor to Burlington. The same 
"as completed and opened to travel by December, 1849. 

18 r ° a< ^ ca ^ e< ^ the Vermont and Canada was chartered in 
road eXt6nding from Essex Junction to Canada line. This 
Ra'l W£ !-i leaSCd before completed to the Vermont Central 
road Company for fifty years, at an annual rental of eight 

the C Cnt ° n COSb ^ was practically an extension of 
m °rtga ntral erm ° nt road ’ the Vermont Central giving a 
this re^ ^ ' tS P ro P ertles as security for the payment of 

struction’co^nf^^T 10 over $ io 7 ,°°° per annum, the con- 
Th e v the Vermont and Canada being $1,348,500. 

bonds, and rt ^° nt Central lssue(i $2,000,000 first mortgage 
l8 5 r , and th ^ I '^° 0,00 ° sec ond mortgage bonds; the first in 
But embarra 6 SeC ° nd * n i8 5 2 > to meet its pressing obligations, 
was instit aSSmerbs °t the company increasing, a trusteeship 
the hands of ^ be roa( t and its properties were placed in 

operated b * trustees °f the first mortgage bonds, and was 
y said trustees until 1854; when, being unable to 
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pay the rental to the Vermont and Canada, that road, by the 
terms of the contract between them, took possession of the 
Central road as receiver, and operated the system until its 
arrears of rents were realized, and then surrendered it back 
to the trustees, who were now clothed by the Court of Chan- 
cery with the powers of receivers under the law. 

Under the management of the receivership, and with tW 
sanction of the Court constituting it, the capital stock of tfl 
Vermont and Canada road was increased to $2,000,000; and 
thereby the overdue rents were reduced and funded. 

It was also arranged that after payment of the annufl 
rental out of the income of the property, funds should be 



used for the construction of a branch road from Swantoti 
Junction to Province line in Highgate; and a new increase of 
capital stock was made on the Vermont and Canada road of 
$250,000. In 1867, another $250,000 was added for like poj 
poses, and in 1871, $500,000 more; increasing the capi® 
stock of that road to $3,000,000. 1^1 

The funds raised by this increase of stock were used to 
fund a debt of $114,500 due the Vermont and Canada tm 
to pay dividends, and to extinguish other obligations. 

In course of a few years after this, the trustees had el 
tended their system by the purchase or leasing of the follow 
ing named roads: to wit, — 

The Stanstead, Shefford and Chambly road, from St. Job® 5 
to Waterloo, P. Q., had been bought for $500, 000, being fort® 
three miles of road. 

The Rutland Railroad and the Addison, and also the N<| 
London Northern, had been leased for twenty years. 
the Montpelier and White River Railroad came under ‘I 
control, as did also the Brattleboro and Whitehall Railroad® 

The Central Vermont Railroad Company was organized 
1872, and took charge of all the above named roads in 18* 
as receiver, and continued to operate the system until *«■ 
when the receivership terminated. 



The great legal controversies between the Vermont Cen 



itraf 



and the Vermont and Canada tended to the ruin of both 
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panies; wasting their incomes, and burdening their receiver- 
ship with an indebtedness of many millions of dollars. 

This indebtedness the Court adjudged to be alien upon the 
properties of the Central Vermont Railroad Company, having 
preference over the rental due the Vermont and Canada Rail- 
road Company; and upon the payment of these preferred 
claims, the Court decreed that the Vermont and Canada Rail- 
road Company be entitled to the possession of the roads of 
the Central Vermont Railroad Company. 

The Court later (in 1882) determined the order in which 
the various claims of creditors of these two roads should be 
liquidated. 

The debt contracted by the receivers and managers, — nearly 
$8,000,000, should be a first lien on the properties; and was 
adjudged to be treated as in equity the first mortgage on all 
the properties of the Vermont Central and Vermont and Can- 



ada Railroad Companies. 

It also decreed that the Vermont and Canada Railroad Com- 
pany, and the two classes of mortgage bondholders above 
named, should, within a time limited, pay and discharge this 
rst lien, or be foreclosed of all right or claim on the property, 
hen, in 1883, the Consolidated Railroad Company of Ver- 
mont was organized, to assume the properties and debts, and 
™. U a ^ e a P^ an f° r terminating litigation and sealing and 
e ’ n S claims of security holders, 
g e plan was carried out. First, by an issue of $7,000,000 
mor .^ er cent bonds running thirty years, secured by first 
0n P ro P ert * es °f the Vermont Central and Ver- 
an ^ ana( ia Railroad Companies. Second, by exchang- 
C a nada Se «^ 0T1 ^ S or ^^ na ^ stock of the Vermont and 

$3 000 ' 000,000 the new bonds being taken for the 

Stanstead° Third ’ b Y bu Y in g U P through exchange 

bairns 0 f ’j- e ™ rd an( I Chambly bonds, and other preferred 

consolidated^ 6 ^ S6CUrity holders ’ P a Y in g $ 4 , 357 ,°°° of the 
of the old ■ Qnds * n exc hange for a like aggregate amount 
holders p aims; all arrears of interest being waived by the 
ourth, by dividing the balance of these bonds 
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($1,643,000) to retire the floating debt of $1,000,000 and other 
indebtedness of the trust, including the claim of the Central 
Vermont Railroad Company, amounting to $643,000. Fifth, 
by issuing preferred capital stock of the new company to the 
amount of $750,000 and exchanging the same at the rate of 
twenty per cent for the first mortgage bonds of 1851, and ten 
per cent of the second mortgage bonds of 1852 at face value, 
and all arrears of interest waived. 

This stock bears six per cent dividends annually, if the 
earnings of the company reach it, after paying its preferred 
obligations. 

July 1st, 1884, the property was turned over to the Consoli- 
dated Railroad Company of Vermont, and was by it on t« 
same day leased to the Central Vermont Railroad Company 
for ninety-nine years; the latter corporation assuming all the 
obligations of the Consolidated Company by the terms of til 
lease. 

Inspections . — Made September nth, 12th, 13th, 14th, 189} 
by Commissioners Pingree and Davison, and Clerk W® 
son, accompanied by J. W. Shanks, Road-Master; A. w 
Davis, Assistant Engineer, and Jesse O. Olmstead, Assistan 
Bridge- Master ; and in 1894, July 5th, 6th, 7th, by the fwi 
Board, accompanied by F. W. Baldwin, General SupeflU' 
tendent; O. H. Stevens, Division Road-Master; and JsB 
O. Olmstead, Assistant Bridge-Master. 

The inspection both years began at St. Albans, and® 
Northern and Western Divisions were first taken up. 

The immediate inspection report relates to the trunk Ml 
of this system between Province line on the Northern P 1 ® 
ion and New York State line on the Ogdensburg Division 
uniting at S wanton Junction, on the north and Windsor °*S 
the south, — the other lines operated by this road as a pa^ 
its system being reported separately and following the rep° 
of the trunk line. fl 

The roadbed and track of the Western and Northern P 1 ® 
ions beyond Swanton Junction are found to be in fair con®| 
tion, — the ballast well kept up and the ties well reneWI 
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The road surfacing was also found in the main in a good 
state, and all much improved over the condition of two years 

ago. 

That part of the line between Swanton and St. Albans is a 
broad and model roadbed and the same together with the 
double track on this link of the line is excellent in ballast, 
steel, surfacing, fencing and ditching, and most that goes to 
make up a modern standard railroad track. The steel of this 
double track is Scranton, seventy-five pounds weight to the 
yard, and the same has been placed within the present bien- 
nial term. The renewal of ties has not been so extensively 
attended to the past year throughout the line as has been 
shown at former inspections, many being old and beyond 
good life. 

The greatest work of permanent improvement on this line 
is the replacing of the Georgia bridge by a standard riveted 
lattice bridge 6oo feet in length, and 80 feet from the deck 
to the river bed. It is just completed. 

The greatest want observed on this generally excellent 
road, from Essex Junction north and west and to Burlington, 
is a more general renewal of ties. 

As to that portion of the road between Essex Junction and 
indsor, there are still to be found several bridges of early 
* ’ w hi c h have for many years been strengthened by being 
have^h^ Whenever these bridges Have been rebuilt they 
with ■ >een ma< ^ e sa ^ e an d strong, generally being replaced 
riveted lattice or iron girder structures. 

est ] S COnce( ^ e h by all railroad bridge engineers that the great- 
is the 6111611 ^ ^ an ^ er t0 the bridges sustained by “ horses,” 
freshets"^ to displacement of these false piers by 

while S f an ^ * ce an d flood-wood jams coming against them, 
bride 1 n °*' S ° disturbed, they are claimed to render the 
watchf aU< ^ s t ron g. They call for the most constant 
The ness ’ an d ar e never safe from these disturbances. 

The aUtn ^ er on this line is diminishing too gradually. 
b een ij^ eS ^ etween Essex and Montpelier Junctions have 
ra } renewed in the last year, considerably over 
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10,000 having been laid, while but little has been done in 
newal of ballast in the last biennial period between th 
junctions. Safety has demanded the renewal of ties rat 
than of the ballast. This division is found to be, in the m 
well surfaced and policed at both inspections. Cattle-gu* 
fences and safety blocking are in excellent condition. 

The rails are 75 and 72-pound steel throughout. 

The station at Bolton is old and unsightly, small, 
badly w r orn and every appearance untidy, with no wa 
closet on the premises. 

The Waterbury link and pin bridge was found to be “ho~ 
up ” with wooden piers to supplement its carrying power, 
account of its structural weakness. This is the only inst' 
of the “horsing up ” of an iron bridge which the Board has 
covered. It is an unsafe bridge and should be replaced 
an adequate structure. 

Dog river bridges Nos. 2, 4, 5 and 6 have been rebuilt ' 
iron plate girders, no, no, 102 and no feet long, res“ 
lively, — while No. 3 still stands on “ horsing up ” supports. 

The station at Northfield, heretofore reported as filthy, 
been well renovated, and is this year found to be tidy, 
neatly cared for, newly painted inside the waiting rooms 
having flushed closets and whitened interior walls throug, 
•out. 

The Harlow bridge is supported by four “horses;” at the 
proaches the ties are badly spaced, the floor has no safe^i 
guard timbers, and the bridge has an appearance of insecu 
about it. It should be rebuilt as soon as possible. 

The three long deck bridges in Bethel, Roy alton and Sharo 
over White river, are unchanged from the last reports 
are claimed to be safe. They have good floor systems and 
protected by well-fastened safety beams. Their construed 
is of the standard carrying power of many years ago, 
though the two long ones (Royalton and Sharon) arestren: 
ened by good arches in every span. All long bridges sou; 
of the Sharon bridge, except the one at North Hartland, 
of iron and of recent construction. They are all str 
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bridges except the one over Lull brook in Hartland, which 
is used under special regulations for the slowing of trains 

passing over it. 

The West Hartford station is out of condition in all re- 
spects; it is too small, is badly located with reference to the 
sidings as now placed, and with disagreeable closet facilities. 
Its conveniences and accommodations for the public are now 
under special consideration of the Board, upon complaint of 
citizens of the vicinity. 



At the upper Ford crossing in Braintree, the Board noted 
at its inspection that the old highway had been duly closed 
as ordered, and another great danger to travel has thereby 

been removed. 

In summing up the findings of the Board upon the two in- 
spections of the term, it may be said that, as a whole, the 
condition of the roadbed, depots, and bridges in particular, 
have undergone a gradual and continued improvement, and 
at no point throughout the line has there been found serious 
neglect or deterioration in the maintenance of a reasonablv 
safe and creditable roadway, and conveniences and facilities 
adequate to the public needs. 

he Board also found on inspection that its recommenda- 
port H made T in the P etition of W. H. Nichols and others, re- 
6 ^ 3 » pages 321-2, had been complied with by the 

railroad company 
Each ' 



inspection has disclosed a marked improvement in 
Eight* /S1Ca ^ Con< ^ t * on this great trunk line of the State, 
road ^ CarS a ^°’ ** c °uld not be rated as a first-class line of 
day ' '■^ ou g'h measured by the inferior standard of tl 



uat 



ballast U ° n was ^&ht, much of it was of poor quality, its. 
w orn j t " aS ^ ac king, its ties were widely spaced and badly 
frost' ^ roa< ^ e <l lay low and subject to the action of the 
safety bl 6 ^ enc iug, ditching, crossing-signs, cattle-guards, 
n °t in u se ln ^ ani ^ warning appliances were deficient or 

These neeH c n „ 

being- nave generally been supplied and are steadily 

S increased and improved. 
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The track is wholly in steel of 60 pounds weight and d 
wards to 75 pounds. 

Many bridges have been rebuilt, and always of the stand- 
ard type. 

New and always neat and commodious depots have bel 
built, and old ones in many instances have been renewed ad 
made suitable in comfort, convenience and taste. 

A few more new or remodeled old ones are still needed 
and a constant progression in the line of new iron bridg) 
construction is necessary until the “horsed up ” bridges all 
disappear from the line. It is the expressed policy of the de- 
partment of bridges and depots, that this work of renews! 
shall continue till its bridges and station-houses are stand- 
ard throughout. 

ADDISON RAILROAD. 

Line of Road . — From Leicester Junction (on the RutlajI 
Railroad) to Ticonderoga, N. Y., 15.6 miles, with MS 10 * 
of sidings. The rails are of 60 lbs. steel for about 14 mil e $ 
and are wrought iron for the rest of the way. Gauge, 
ard. 

History . — Chartered in 1870. Opened, December 1st, 
and immediately leased to the Rutland road and transfer* 
with the latter under a twenty years’ lease to the Centp! 
Vermont Railroad Company, and since operated by 
agement of the last named company, the Rutland 
having been leased again for a term of 999 years on D 6 *® 
ber 31st, 1890. 

Inspections. — September 13th, 1893, by Commissioners 
son and Bagley, and Clerk Watson, accompanied by M eS 
Baldwin, Shanks, Burdett and Roys; 

And July 6th, 1894, by the full Board, accompanied hy®fl 
eral Superintendent Baldwin, Division Superintendent tjj 
dett, Bridge-Master Roys, General Road-Master Shanks R 
Division Road-Master Sheehan. 



the raw 
Railro^ 
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This 15.6 miles of road is taken care of by a force of fifteen 

men. 

It is claimed by Messrs. Burdett and Roys that this line 
today, with all its imperfections, is a better line of railroad 
than some of the Burlington and Rutland line was ten years 

ago. 

It has undergone much improvement since its first inspec- 
tion. 

Originally laid in wrought iron rails, it is now all 60 pounds 
steel except about a mile and a half. Its tie system is gen- 
erally found good, renewals having been frequent and recent. 

Its roadbed has been broadened on several of the fills con- 
cerning which adverse comment was made in the first Report 
of the Board. The surfacing and policing has been better 
attended to than on most of the leased lines of this system. 

Its chief deficiency now appears in its lack of sufficient 
ballast and breadth of fills to carry and keep it in place. 

The road is also faulty in being without cattle-guards at 
most of the highway crossings. This road was well laid out. 

ere are no sharp curves and the grade is not severe at any 

point. 

Crossing-signs are a q U p an( j sa f e ty blocking is in where 
the law requires. 

J* e bridges are few and short, but are believed to be equal 
Th S * ra * n w htch the light traffic of the road exacts, 
tpnf !j P ° tS are n °t the modern style, but are neatly 
not badly worn. 

at Shoreham needs leveling up and a better 
The R 3 reSt ° n ’ an< ^ Pl as t ere d walls need repairing, 
ance- b a ^ W ’ n bridge still presents a distrustful appear- 
beved to b U ^° n a care f u l inspection, its abutments are be- 
s horin ° 6 beld in place for the present by the heavy 

The 1 * 

Way * S objected to the traffic of but a single train each 

going east ’ ts the passenger, mail and freight train 

scheduig ^ morn ing and back in the evening, and its 
P er hour° S ^ ee( ^ * s bmited to not exceeding fifteen miles 



pi emu are 
The one 

foundation t< 
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BRATTLEBORO AND WHITEHALL RAILROAD. 

Line of Road— From Brattleboro to South LondondeL 
miles, with 3.50 miles of sidings. Gauge, narrow — 3 feet 

History . — This road was chartered in 1867 under the 
of the West River Railroad Company, and was re-chart 
in 1876, under its present name. 

It was leased to the New London Northern Railroad 
pany, a short time before its completion in 1 880, for the 
of 99 years, and is now operated by the Central Ver 
Railroad Company, which leased the New London Nort 
Railroad December 1st, 1891, for the term of 99 years, 
ing with it its leased lines. 

The road was completed and opened for traffic Nove~ 
3d, 1880. 

Inspections . — September 15th, 1893, by Commissioners 
son and Bagley, accompanied by Messrs. Baldwin, Sb 
Beeman, and Olmstead ; and July nth, 1894, by Commi 
ers Pingree and Davison, and Clerk Watson, accomp 
by Messrs. Shanks, Olmstead, and Beeman. 

The physical condition of the road was found upon hot 
these inspections to be substantially unchanged from its> 
dition as represented in the last Biennial Report. I®® 
no road in the State has held its own much better than 

No new station house has been built, and no old onej 
been changed by any material repairing, ordinary or 
wise. Neither rebuilding or extraordinary repairs a.; 
demanded, as none of these depots have had over 
years of service, and in that period they have been a; 
ently carefully looked after and not subjected to hard; 
the travel being light in this not densely populated 
of the county. 

It may be said that the station houses are all decently 
generally tidily kept. 

They are sufficiently commodious and otherwise C ®1 
ient to the wants of the public; the one at Willi 300 
being especially neat, airy and pleasant. 
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The roadbed is one of most remarkable curves, both in fre- 
quency and sharpness, and several of these are to be found at 
unfortunate points, as entering upon and extending over 

bridges or trestles. 

The one most noticeable approaches the West Dummerston, 
Howe truss, deck bridge on a curve of 26 degrees, and the 
curvature at several points exceeds 30 degrees, and at one 

place it is 36 degrees. 

The lack of sufficient ballast is noticeable as heretofore, 
but little new ballast having been supplied in the last two 

years. 

The ties are sufficient in spacing, being 2,700 to the mile, 
and they are kept in fair renewal and appear in good life in 

most places. 



The roadbed is sufficiently broad, and the fills are well 
shouldered for a narrow gauge road. 

The switches are of the stub pattern, but these, together 
W “ h the guard-rails and frogs, are kept well blocked. 

e crossing-signs are in place, but several are not legible, 
1 art of the old design. Cattle-guards and fences are 
"'anting in many places. 

gj* Ridging, "'ith slight exception, remains unchanged. 
C . a 111011 Hole bridge was built new three years ago 
trest^ K° ng trestle over the highway at the south end. This 
bridge aS , nC T been fi lled up to the highway, close to the 

face t " 6 emban kment is sustained by an excellent 

«ce and wing wall. 

a whole i ^ nm ° n 3 sa ^T Hmed schedule, and this road as 

and safer ^ e ™ed reasonably adequate to the convenience 
satety 0 f the public. 



I UR LINGTON AND LAMOILLE VALLEY RAILROAD. 

where it cotl ^ From. Burlington to Cambridge Junction, 
P'ain Railroad^ 18 tbe J°hnsbury and Lake Cham- 
T he n se of , ^ Iain line » 26 miles; sidings, 1.875 mile. 
Junction r b£U 1 tbe bne between Burlington and Essex 
( 6 ) 35 been discontinued. 
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History . — Organized under the general laws of this Sti 
February 24th, 1875. Construction was commenced the sai 
year and the road was finished so as to run trains in 187! 
It commenced to be operated July 2nd, 1877. Began runnii 
over the Central Vermont line between Burlington and Esi 
Junction, June 1st, 1880. The distance from Essex Junctii 
to Cambridge Junction is 26 miles ; the distance from 0 
lington to Essex Junction on the Central Vermont line 
miles. This road was leased to the Central Vermont 
road Company for a term of 99 years from May 1st, 1889, 
which said company it is now operated. 

Inspections . — September 12th, 1893, by Commissioners EJ 
gree and Davison, and Clerk Watson, accompanied 
Messrs. Shanks, Olmstead and Daily; and July 5th, 1894, fn 
Essex Junction to Cambridge Junction, by the full Boj 
accompanied by J. W. Shanks, General Road-Master; Jd 
A. Day, Division Road-Master, and Jesse O. Olmstead, Fo; 
man of Bridges and Buildings. 

This railroad is laid in 56 pounds steel throughout its 
miles, except 2 y 2 miles at its westerly terminus, which is 
pounds wrought iron, the same as found by the Board 9 
years ago. The roadbed is built largely as a surface 
cuts, fills and bridges being very few, the conformatii 
of the country being generally level. The “piking ” up «i 
fairly well done originally, but the ballast is deficient in 
extreme in quantity, though the quality is good, and g 1 
ballast is obtainable on the line of the road in several pla' 
The ties are in a fair state of renewal, 6,400 renewals 
ing been placed this season thus far. But little progress 
been made in the proper fencing of this line of road ; m 111 
of the way there is not and never has been any fence at 
How much of' this condition is the result of arrangeffl 1 
with the adjoining land owners does not appear, but no co 
plaint has come to the Board on account of lack of fences <S 
the line since the Commission was established 

Cattle-guards are the exception rather than the standij 1 ] 



order. Those found are mostly of the pit type and are 
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quate to the same degree as elsewhere, although, the beveled 
wooden slat guard is in in two or three places The surfacing 
is poor, and the weeds were uncut as heretofore. 

A force of fifteen men is employed on this road for its 
maintenance. 

For a line well ballasted and kept policed heretofore, this 
working force would be sufficient to present a clean, well- 
surfaced and policed roadbed and track, but wanting in these 
conditions, it is an inadequate number of section men. The 
weeds get and keep the start of them. The surface is covered 
much of the way with vegetation. Next to the Missisquoi, 
this roadbed has the appearance of being the most incomplete 
in its taste and care of any railroad in the State. 

But in matters more necessary for the safety of the public 
travel and for the convenience of its patrons, its condition is 
more favorable. 

Its ties are in good condition. They are closely spaced, 
^ >e ’ n g' 3.ooo to the mile, having been increased to this number 
from an original of 2,600 to the mile, and are kept in a reason- 
able state of renewal. 



he blocking of frogs, switches and guard-rails is well pro- 
'’ded and is kept good 

Til rJ ° 

e depots are of convenient design and are kept in a good 
a e of cleanliness and repair, although the sanitary conven- 
S an< ^ accommoc fations are neglected, 
mo - , C bridges are generally trestles, low and long, and could 
s y be filled with earth dump and converted into perma- 
t . ^°adbed. This has been done in the last year to the 
■Wo curve trestle of 150 feet span. 

, 6 ^°binson trestle has been extensively renewed since 
fern ^ ^ e P or t- an d the McClure trestle is of a bad floor sys- 
dera’l 6 tl6S ^ingtoo widely spaced, inviting wreck to follow 
roadbed 6 ^ ^ ou £kt t0 be displaced by a fill with earth 
floor svst J c ^ ersonv 'b e bridge (No. 1) needs an entire new 
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MISSISQUOI VALLEY RAILROAD. 

Line of Road. — Extends from St. Albans to Richford, whe 
by a spur track seven-eighths of a mile in length, it con tie 
with the Canadian Pacific System. The length of the 
line is 28 miles, with 3.5 miles of sidings. The track isj 
standard gauge. 

The rails are all steel of 56 pounds weight to the lin 
yard, with the exception of about 5 miles which are iron. 

History. — This road was built in 1872, at a cost of $720,1 
In July, 1883, it was leased to the Receivers and Managers] 
the Vermont Central Railroad Company and subsequently; 
transferred to the Central Vermont Railroad Company up 
the reorganization under this name. This latter corporati 
continued to operate the road until November 15th, 18 
when it was surrendered to the mortgage trustees who op 
ated it until December, 1886. The present company 
organized in December, 1886, with a capital of $500,000 issn 
in exchange for the bonds and coupons surrendered. ItT 
leased to the Central Vermont Railroad Company, July 
1888. 

Inspectiotis. — September 12th, 1893, by Commissioners 
gree and Davison, and Clerk Watson, accompanied by T M 
Deal, Division Superintendent; J. W. Shanks, General Ro 
Master, and J. O. Olmstead, Foreman of Bridges and B® 
ings; and July 5th, 1894, by the full Board, accompaniedj 
T. M. Deal, Division Superintendent; J. W. Shanks, Genefj 
Road-Master; Arthur McKinney, Division Road-Master; 
Jesse Olmstead, Foreman of Bridges and Buildings. 

This line of 28 miles is ironed as follows, viz. : 2 miles I 
a small fraction is laid with 56-pounds wrought iron rail?* 
little over 1 mile is laid with 50-pounds wrought iron, and 
balance is 56-pounds steel, all second-hand, and consideraBj 
worn. 553 feet of new steel have taken the place of anequlj 
alent length of old iron since the last inspection. 

The roadbed and track are imperfect in many pl a ® 
Proper surfacing and ditching are lacking and the bal* 
is very deficient ; the grass and weeds grow rankly thro® 
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the ditches, along the sides, and up to and between the ties 
and rails in many places and much of the way. 

There are many of the ties which are growing tender and 
need replacing by new ones. 

The spacing is 2 feet from center to center, or 2,640 ties to 
the mile,— sufficient for the light traffic of the road, if kept in 

fair life. 

Sixteen section men do the entire work of the road. 

In respect to taste and general appearance, this force is 
helieved to be sufficient to present and keep this line cleaner 
and better weeded, and surfaced. 

Safety and perfection for use are the first conditions to be 
recognized and attained, but a fair degree of neatness and 
tasteful appearance has its place on all good railroads. 

There are almost no cattle-guards on the line. The cross- 
mg-signs are generally of the old type ; some are down and 
roost are wholly illegible. 

The blocking of frogs, switches, etc., is neglected in a 

few places. 

The bridges are few and generally of the pile structure- 
. e Sheldon bridge across the Missisquoi river, 459 feet long, 
in three spans, a Howe truss, through bridge, built 23 years 
a gt>, has been strengthened since the last inspection by the 
^ ^rh 1 ^ ^ ve 'f ee t arches in every span. 

and 6 ^k° m PSonville overhead bridge has been taken down 
^i a ^ rat * e crossm £ substituted for the public in its stead. 
Tail ^ k fcen done under some arrangement between the 
T^ a< R C ° m ^ an ^ and the adjoining farm owners, 
sent ai ’ roa d Commission was not consulted and its con- 
exis - S *°t given to this change. This new grade crossing 

farn, legal sanction, unless the same was a private 

crossing. 

''enienc 6 ^ 0 ^ a ^ on ^ line are suitable for the public con- 
The Ce an ^ accornrn °d a tion in general. 

° ut and ~ ^ Sheldon is not neatly kept and cleaned 

lack of 1 srne ^ in the waiting room is disagreeable from 



decent 



care in cleaning out or deodorizing the closets. 
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South Franklin station needs plaster in several places 
the walls and ceiling. 

The floor is old and badly worn in the Richford statid 
house. 

Aside from these criticisms, the station houses are' 
kept and of good appearance, — that at Enosburg Falls "bei® 
a model in structure, furnishings and taste of surroundi 
neatly kept. 

The suggestions of the Board to the officials of the road, i 
set forth in the last Biennial Report, have been complii 
with in part, but not wholly. The lack of means, result* 
from the diminution of traffic in. the last year, has delayed i 
some measure the permanent improvements contemplated.! 

MONTPELIER AND WHITE RIVER RAILROAD. 

Line of Road. — From Montpelier to Williamstown, 15 mi! 
with 5.50 miles of sidings. Gauge, standard. 

History — This road was opened to Barre village in 1876, ai 
was extended to Williamstown in 1888, and its continuatii 
to the White river at South Royalton is eventually expect* 

Inspections. — October 6th, 1893, by Commissioners Davis< 
and Bagley, accompanied by Messrs. Baldwin, Shanks, Di 
and Olmstead; and July 9th, 1894, by Commissioners Pin; 
and Davison, with Road-Master Shanks, Division Road-Mi 
ter John Daily, and Jesse O. Olmstead, Foreman of Bridg 
and Buildings. Edward W. Thompson, Division Supe. 
tendent, joined the party at Montpelier. 

The roadbed of that portion of this line between B: 
Junction and Williamstown, presents the most extensive, 
pensive, and most needed permanent improvements thatM 
been made on any railroad line of equal length in the State 
the last biennial term. 

This portion of the road was built with competitive h 3 ® 
and consequent insufficiency for safe operation. Much of. 
has stood on cheaply-built trestle and has been subjected j 
a heavy class of traffic, largely the product of the £ ra0 i 
quarries of Barre and Williamstown. 
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The Board earnestly recommended the filling up of these 
trestles at the inspection two years ago and reported the full 
situation to the last Legislature. \ 

It is pleased to report at this session that the causes of ap- 
prehension are substantially removed. 

Over 4,000 feet of this trestle have been filled into perma- 
nent earth roadbed within the present term and the work is 
still progressing. Road-Master Shanks, under whose gen- 
eral direction the work is being done, assured the Board 
that within sixty days from the date of this inspection (July 
9th, 1894) the old trestle work would disappear under the 
embankment of the fills. 

Renewal of ties is fairly attended to throughout this line. 
The heavy carloads of rock hauled over it demand ties of 
full life. They are laid 3,000 to the mile. 

The rails are all steel of 60. pounds weight to the yard, 
from Montpelier to Barre, and thence to Williamstown they 
are 60 pounds iron for 4 miles of the 6, and the balance of the 
way are old steel of 60 pounds^veight. 

The ballast of this road throughout is of excellent quality 
and is fair in quantity. Indeed, the long fills heretofore and 
now being made are composed of good ballast material. 

The roadbed is much improved, and the bridges — now that 
the trestles are so generally disposed of, are better as a whole 
than have ever been found at previous inspections. 

The fact should be mentioned that a girder bridge of sub- 
stantial and, to the Board, novel design has been built at the 
y trestle for the waterway of the stream. Instead of an 
1 rails and iron girders, closely placed, reach from abut- 
™ en t abutment and are covered with a deep stratum 
b e ^ emen * : ’ an< i then deep ballast is placed over all for road- 

law^^ 6 ^ Uar ^ S are not * n pl ace every instance required by 
blo ’ k ^ ° ne or two crossing signs are still lacking. Safety 
ln g is well kept up, and the surfacing, ditching and gen- 
| * aste of the road is noted. 

station houses are all excellent and neatly kept. 
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Line of Road.— From New London, Conn., to Brattle! 

Vt. ; 1 2 1 miles, of which only io miles, South Vernonij 
Brattleboro, are in Vermont. Sidings, 23.32 miles; 4.20: 
in Vermont. Gauge, standard. Kails, all steel; 5®, 
and 75 pounds to the yard. 

History . — This road was leased December 1st, 1871, to 
Trustees of the Central Vermont Railroad Company for 
term of 20 years, the lessees assuming all responsibilities 
paying an annual rental of $150,000 per year in quarterly i 
stalments, with an additional $15,000 for every $100,000 j 
gross earnings in excess of $510,000. This road has been* 
leased by the Central Vermont Railroad Company for 
term of 99 years from December 1st, 1891. 

Inspections. — Made September 13th, 1893, by Commission 
Davison and Bagley, accompanied by Messrs. Baldfll 
Shanks and Olmstead ; and July 10th, 1894, by ComTniaSjJ 
ers Pingree and Davison, and Clerk Watson, accompanied! 
Messrs. Shanks, Olmstead and Beeman. Governor Fuller* 
joined the Board at South Vernon station. 

This 10 mile stretch of line in this State is the northel 
part of the New London Northern Railroad, over whiflj 
from Brattleboro, also the Central Vermont system reac 
the sound and makes steamship line connection from . 
New London, Conn., for New York. 

The commodious and airy station house at Brattleboroj 
found to be wanting in attention to water flushing and 
odorization in its closets. Perhaps the lack is temporal 
but, at a point of so large patronage, the closet facih 
should be inspected daily and all needed sanitary precautifl 
provided. 

RUTLAND RAILROAD. 

Line of Road . — From Bellows Falls to Burlington, ni 
miles; sidings and other track, 25.30 miles. Rails, steel,, 
72, 74, and 75 pounds weight. Gauge, standard. 
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History . — Chartered as the Champlain and Connecticut 
Railroad Company, November rst, 1843. Charter modified 
in 1847, and name changed to Rutland and Burlington Rail- 
road Company. Opened for travel in 1849. It was taken 
possession of and operated by the trustees of mortgage bonds 
in November, 1853. 

In 1867 the road was re-organized under the name of the 
Rutland Railroad Company. In December, 1870, it was 
leased to the management of the Vermont Central Railroad 
for 20 years from January 1st, 1871, at an agreed annual 
rental, which lease was subsequently modified and the rental 
reduced until finally it was agreed that the Central Vermont 
Railroad Company should pay for the use of this road and 
the Addison Railroad a minimum yearly rental of $250,000 
and $8,000 for organization expenses. . It is now operated by 
the Central Vermont Railroad Company, under a new lease 
for 999 years from December 31st, 1890, at an annual rental 
of §345,000. 



Inspections. — This division was inspected in 1893 by Com- 
miss.oners Davison and Bagley, and Clerk Watson, accom- 
panied by Jesse Burdett, Division Superintendent; J. W. 
bhanks, General Road-Master; and L. E. Roys, Bridge- 
^ T aS ^ er ’ an d July 6th, 1894, by the full Board, accompanied 
? .' eS5rs - Baldwin, Shanks, Roys, Olmstead and Day, offi- 
Clals of the road 

'pi , . 

.. e lne the Central Vermont from Essex Junction to 
con ° S '. 0U was taken up, for convenience, on inspection in 
h«i ect ^ on w ith the Rutland Division, although it properly 

Betn^ t0 ^ ermont Central line 

has bee 6611 ^ SSex J unc tion and Burlington, however, there 
th e road D ° .' m P ortan t change in the physical condition of 
^teral 3 ' ^'hges or stations since last reported except the 
and S ^ a 'f n 8' of the easterly one of the two Winooski link 

The 0 id£6S - 

f°r ttjp 0 f" 0 Bridges are not of the standard factor of safety 
celletn ^ lesent We ight of traffic, but are provided with ex- 
bolted t ° r s y s t ems and safetv beams, carefully gained and 
t0 ffie ties. 
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The station house at Winooski is now complete in its 
dition except the placing of the flushed ciosets in the ap 
ments already prepared for them, which is to be done^j 
once. 

The station at Burlington has been renovated inside | 
paint and cleaning, and its location on the wrong side off 
several tracks is the principal inconvenience noticeable h<| 

The new draw-bridge at the south end of the yard in 
city is a great and permanent improvement. 

The rails on this division are good throughout, being 
Scranton steel of 60 pounds weight from Burlington to 
Haven Junction, thence to Brandon 75 pounds, and the 
ance to Bellows Falls of 60 pounds weight. 

The station at Charlotte is neglected in its plastered wa 
considerable patching and papering being needed. Its p| 
form has been renewed and is in good condition. 

At No. 14, dry bridge, the overhead crossing has been 
pensed with and a grade crossing established by arrangeml 
between the railroad company and the town authoritf 
without the consent or approval of the Board, ana{ 
grade crossing is now traveled by the public at railroad 
the change having been made without the proper warrant! 
the laws of the State. 

The station at Ferrisburg is small, old and unchangedj 

The Ferrisburg bridge, No. 18, has been materif 
strengthened by reinforcing the trusses. 

The Middlebury bridge, so-called, No. 31, has been 
being now an iron, riveted lattice. This bridge is bell® 
to be the finest span of iron bridge work in the State an® 
the longest span, being 236 feet. Its cost was $19,000. 
floor system is of the most approved type, with safety 
10 x 10 inches, securely gained to every tie and strow 
bolted to the timbers. 

Flushed water closets and urinals have been introcw 
into the Rutland station house and the criticism express^ 
former Reports upon the filthiness of these accessories «j 
longer in order. 
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Not to occupy too much space of this Report in a detailed 
specification of each bridge, the article in Part I of this 
Report on the subject of bridges, is referred to as setting 
forth the progressive work of Bridge-Master Roys of this di- 
vision in his outlays for the permanent improvement of the 
bridges under his charge. He has erected 19 new iron 
bridges to replace old wooden structures, varying from 36 to 
236 feet in length, mostly in the last two years, which has 
brought the standard of bridge construction on this division 
far towards the front rank of good railroads. 

Besides this, Mr. Roys has constructed three new, Howe 
truss, wooden bridges at a cost of between ten and eleven 
thousand dollars. 



As to the ties, there have been 48,000 renewals placed be- 
tween Vergennes and Bellows Falls, in the last year. 

As to the general condition of the roadbed and track it, can 
be said, from full knowledge of the facts that the improvements 
made on this line in the last eight years have exceeded any 
that the other railroads of the State present. 

ts Wrou ght iron rail has been replaced by steel, the road- 
d‘ ^ aS ^ Cen ra ' se d’ the ties have been laid in ballast and 
and^T S ^ aVe t> een made for drainage. Worn-out, decayed 
i eless ties have given place to an increased number of 

nwnt h^ ^ 6aV ^ er ones - Sags have disappeared, the align- 
gi as t> een improved, the fences, cattle-guards, crossing 
place' S uar( ls and warning devices have come into 

com aTe su hstantial and modern, and several new and 
the old *° US Stat * 0:n houses have been built, and several of 
the pubf 1165 ^ aVe keen remodeled and made satisfactory to 

The T 

travel anc * on cr °ssing in Rutland is not yet closed to public 

The p* 

fected in n u Street un< ^ er & ra< ie crossing is not yet so far per- 
therein & rec l u i re ments of the orders of the Board 

of the Board S ^ rea< ^ ^ or *he i ns P ec tion and acceptance 
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CLARENDON AND PITTSFORD RAILROAD. 

Line of Road . — From Proctor to West Rutland and f 
Proctor to the marble quarries in Pittsford, being io milej^ 
main line, with 2.53 miles of spurs and branches and .52 
of sidings. Also, by leased track, from Center Rutlan^j 
Rutland, 1.78 mile additional. Gauge, standard. Rails, sti 
weighing 56, 60, 70 and 72 pounds per lineal yard. 

History. — The Clarendon and Pittsford Railroad Comp; 
was organized September 10th, 1885, under the generally 
Two miles of track were laid in 1886, and eight miles 
during the next three years. The Pittsford and Rut 
Railroad, also constructed under the general laws, was ^ 
in 1890, for the purpose of connecting the Clarendon 
Pittsford with the Bennington and Rutland Railway at Rj 
land, and is operated by the Clarendon and Pittsford 
road Company, under a lease for the term of 15 years 
July 2nd, 1890. The Clarendon and Pittsford connects 
the Central Vermont at Center Rutland, and with the D 
ware and Hudson Canal Company’s road at Center Rutlafl 
and West Rutland. 



Inspections . — The inspection for 1893 was made SepteimH 
19th, by Commissioner Davison and Clerk Watson, ace® 
panied by Fletcher D. Proctor, President, and Geo. C. 
son, Superintendent. The last inspection was made J ®1 
19th, 1894, by Commissioner Davison and Clerk Watson^B 
companied by President Proctor and E. R. Morse, Treasurt 
Further than extensive widening of the roadbed with 
quantities of marble waste and a liberal renewal of tie^^B 
essential changes have been made in this road since the^B 
Biennial Report. The roadbed, bridges, track and rol^B 
stock are particularly' designed and constructed for the trjM 
portation of immense quantities of heavy marble blocks *9 
for other freight traffic incident to the marble business 



passenger business being handled at present. 



of *• 



The bulk of the freight transported is on account 
Vermont Marble Company, chiefly for whose benefit the 
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was built, although freight is accepted from the general pub- 
lic at regular rates. The Vermont Marble Company operates 
300 gangs of saws, and produces annually the equivalent of 
3,000,000 feet of sawed marble. In its numerous quarries and 
mills in the immediate vicinity of Rutland, it employs 1,700 
men, with a monthly pay-roll of over $60,000. Its capital is 
$3,000,000, and it is the largest marble concern in the world. 
Through the medium of the Clarendon and Pittsford road, it 
distributes its enormous output of marble to the several trunk 
lines which center at Rutland. 

It was found at the last inspection of this road, that the 
cattle-guards and fences contemplated in the agreement exe- 
cuted February 2nd, 1894, by and between the Clarendon and 
Pittsford Railroad Company and the Delaware and Hudson 
Canal Company, at a hearing had before the Board, upon com- 
plaint of H. G. Sheldon and others, have been placed at the 
Deland or Boardman Hill crossing in West Rutland, and said 
cattle-guards and fences are accepted and approved by the 
Board as being in substantial compliance with said agree- 
ment and the understanding of the Board. 

DELAWARE AND HUDSON SYSTEM. 

SARATOGA DIVISION. 

RUTLAND AND WASHINGTON AND RUTLAND AND WHITEHALL 
RAILROADS. 

* ermont - — From Castleton to New York State line, 
^d^ lleS ’ an ^ ^ rom Rutland to New York State line, near 
l et . e ^ rar *ville, New York, re-entering Vermont near Paw- 
10n an< 3 leaving the State again between Rupert, Ver- 
li ne i’ Salem, New York, making 36.65 miles of main 
ertnont, and 14.91 miles of sidings. 

lana ° r \' ^ ese lines were originally chartered as the Rut- 
r °ads i Vas ^ lln ^‘ :on > and the Rutland and Whitehall Rail- 
antl Were leased to the Rensselaer and .Saratoga Rail- 
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road Company, and after being operated by the latter i 
pany for several years, were, on March ist, 1871, leajf 
the Delaware and Hudson Canal Company with other ro 
h>y which they have since been operated. 

Inspections . — Made September 19th, 1893, by Commissio 
Davison and Clerk Watson, accompanied by special 
crew only; and July 19, 1894, by the same Commissioner! 
Clerk, accompanied by R. H. Brown, Assistant Engineer..; 

That portion of this road running from Castleton to 1 
hall, follows along the low lands bordering upon Castlet 
river, rendering cuts and fills of any considerable length 
depth unnecessary, and they are not found. The roadwaj 
now in a good state and of sufficient width of top surfae 
receive and hold the ballast, abundant quantities of whj 
have been applied, and this, together with deep ditches, 
ders the drainage good, protects the roadbed against frost, j 
makes the surfacing and policing easy and comparativelyj 
expensive. The rails are of 60 and 72 pounds weight to? 
yard, and were found in excellent alignment and conif^ 
tively unworn. The ties are laid 3,000 to the mile, and ^ 
is rare on any railroad, no decayed or unsound ones 
observed on this portion of the road. Especial care is exd 
cised in building and maintaining the fences, which are off 
regulation standard, the wings at the highway crossings bel 
painted or whitewashed, and securely placed. This 
divided into sections of five miles each, and each sectio® 
six men in the summer and three men in the winter seq 
and all are under the supervision of a supervisor for e ^| 
sixty miles of road. This large force, working with jf 
gence, can and do keep this road in all that pertains t°M 
maintaining of roadway and track up to a good standaj 
excellence. 'The station houses are apparently of sU ®j 
size for their patronage, but not all of them are kept 
commendable neatness, nor are the sanitary conditions ^ 
is desirable in all cases.' _ 

The want of cleanliness in both waiting rooms and c 
in some of these depots has received the censure of theB® 
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on previous occasions, and it is to be hoped that better care 
will be given to this important matter hereafter. 

The old bridges at Rutland and Castleton, which were of 
wood, and of doubtful strength, have been replaced by iron 
ones of standard capacity. All are now of iron of approved 
design with a seemingly large factor of safety and supported 
by masonry of undoubted quality. 

The same general remarks will apply to that part of this 
road running from Castleton to Middle Granville, N. Y., and 
thence on to Eagle Bridge, where it joins the Fitchburg Rail- 
road, except as they relate to its roadbed and track. On this 
part of the line (the old Rutland and Washington), the 
roadbed is somewhat narrow at the surface, with high, 
abrupt shoulders and a deficiency of ballast, while the rails, 
originally laid on the Rutland and Whitehall Railroad, where 
they remained in service several years, are some of them 
considerably worn and flattened at the joints. Otherwise 
than as above noted, this part of the line is well maintained, 
and for a road whose business is largely local its physical 

condition and management is superior to most roads of its 

class. 



FAIR GROUND RAILROAD. 

°f Road. This road extends from its connection with 
of \Yi 1 ° 0 ^ St ° C k Railw ay, about three quarters of a mile north 
cut R'^ 6 ^ VG1 Junction, to the fair grounds of the Connecti- 
is - ' er ^ alley Association . The length of the main line 
Thet ! f idin H s . - 2 9 tnile. 

half new^k * S stanc lard gauge, and the rails are about one- 
Weip-h CW Stee ^ and on e-half second-hand iron, both kinds 
8 ln S 56 pounds to the lineal yard. 

under th e ^ a ' r Ground Railway Company organized 

r ° a d dur 6 ^ enera ^ ra ’l r °ad law, April 3rd, 1890, built its rail- 
the sam tde Showing summer, and commenced operating 

dme September 1 st, 1890. 
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This railroad was built solely for the purpose of transport- 
ing fair exhibits, stock, and passengers from White River 
Junction, in connection with the Woodstock Railway, forS 
privilege of running over the line of which company it pg| 
a fixed sum per trip, to the fair grounds of the Connect* 
River Valley Association where, from time to time, thereffl 
horse breeders’ exhibitions, races, and fairs, the Verm* 
State Fair being held here in alternate years. 

Inspections. —August, 1893, by Commissioners Pingree J 
Davison. Also, August 23rd, 1894, by Commissioners PitH 

Davison and Bagley. C| J 

This road was built and is open for traffic during 
Fairs and other public horse and agricultural exhibits at » 
Billings Park in Hartford. 

The road was well constructed for these purposes, andj 
been carefully operated on these occasions by the 
Railway, to which it is a spur line. ■ 

The ties are laid 2,800 to the mile and are m a good siaw 

renewal. 

Ballast is deficient and is of less account than on a T ** 
road in the State, as the line remains unused during 
son of frost, and undergoes its refitting for tram serviC^™ 

the summer opens each year. JM 

It has no passenger station house, but at the ia.n g 
there are suitable platform facilities in close proximity W 
entrance gate and buildings, while its passengers ana « 
are received at the Union depot at White River Junction. 

There is no bridge on the line except a short string 
Csesar brook, which is laid on substantial stone wort ■ 
This is one of the few railroad companies of the c* m 
has declared a dividend in the last two years. 

It is not fenced, has no highway crossings, and no vj- 
has ever been reported. 



; aft® 
ound 5 
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FITCHBURG SYSTEM. 



WESTERN DIVISION. 



Line of Road . — From Massachusetts State line, through the 
town of Pownal, Vt. , to New York State line, 6.49 miles, of 
which 6.19 miles are double track. Sidings, 1.92 miles. 
Gauge, standard. 



History . — Chartered March 3rd, 1842. Total length of line 
operated (including main line, branch lines and leased line), 
369.08 miles. This road operates the lines formerly owned 
and operated by the Troy and Boston, and Boston, Hoosac 
Tunnel and Western Railroad Companies, which were paral- 
lel and competing roads. 

The Troy and Boston Railroad Company, a New York cor- 
poration, was consolidated with the Fitchburg Railroad Com- 
pany May 3rd, 1887, under the laws of New York and Massa- 
chusetts. 



The Western Division here treated of, chartered as the 
uthern Vermont Railroad and owned by the Common- 
wealth of Massachusetts, was previously leased in perpetuity 
0 * e Troy and Boston Railroad Company, aforesaid, at an 
manual rental of §12,000, and was that part of the Troy and 
^h>n Railroad lying in this State, 
j ® Boston, Hoosac Tunnel and Western Railroad and its 
p ui , e ^ ne > the Troy, Saratoga and Northern Railroad, were 
wtl ^ ase< ^ hy the Fitchburg Railroad Company, June 1st, 1887, 

in th • n .° W owns anc t operates the two above mentioned lines 
State as double track. 



sionersD^- Made Se P tember 2ist > l8 93 , by Commis- 
by <j« r . avis °n and Bagley, and Clerk Watson, accompanied 
a nd Di ln ,^ aster an( l Acting Superintendent M. P. Snyder, 
b y Com 1Si ° n ^^'Master J. L. Shanks; and July- 20th, 1894, 
the sam nilSS '° ner Davison and Clerk Watson, together with 
Th at; le railwa y officials as in 1893. 
kept u p r°° this road situated in Vermont has been 
(7j a high standard ever since it came under the 
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supervision of this Commission. Its bridges are all of iraij| 
and of standard strength ; roadbed broad and well ballasted, 
ties large, sound and closely spaced, rails heavy and little 
worn, ditches clean and of sufficient depth to afford ample 
drainage, regulation fences, and sidings of sufficient lengft 
and frequency to accommodate the numerous trains and lai$ 
freight traffic of this company. These are the characteristics 
of this road. 

The two “link and pin” bridges, No. 102 and No. 103, whid 
were built in 1893, each being a single span bridge of 135 feetin 
length, are unrivaled in the size and apparent staunchness ofil| 
their different members by any bridges of the same type in the 
State. Latimer re-railing devices are placed at the approacha 
of all the long bridges, and standard split switches with autoi 
matics witch stands are used on the main line. The rails area 
62 and 76 lbs. weight to the yard, and all the heavier onesalj 
fastened at the joints with steel angle bars weighing 4* M 
each. The stations are not especially attractive, but are k «-■ 
substantially repaired, and the waiting-rooms and closets! 
commendably clean. In detail, there are, perhaps, some* 
fects in the roadway, track and bridges of this, as of all 
roads that come under the examination of the Board, 
its inspections do not disclose, and for the detection of 
reliance must necessarily rest upon the ceaseless vigijH 
of the officials having these matters in charge, but ltls T 
judgment of the Board that this road presents but very! 
defects that are open to legitimate criticism. 



GRAND TRUNK SYSTEM. 

ATLANTIC AND ST. LAWRENCE RAILROAD. 

Line of Road.— Extends across the northeast corner of 
mont, from Canada line in Norton, to the Connecticut 
in Bloomfield, with 30.56 miles of main line and 5 . 75 ffll | 
sidings in Vermont. 
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History . — The Atlantic and St. Lawrence Railroad was char- 
tered in Maine, February ioth, 1845. — in New Hampshire, 
June 30th, 1847,— in Vermont, October 27th, 1848. Construc- 
tion was commenced July 4th, 1846, and the road was opened 
from Portland, Maine, to Island Pond, Vt., January 29th, 
1853. On August 5th, 1853, the line was leased to the Grand 
Trunk Railway Company of Canada, for nine hundred and 
ninety-nine years, the lessee assuming all obligations and 
guaranteeing six per cent on stock, the authority for the lease 
being an Act of the Maine Legislature, March 29th, 1852, and 
an Act of the New Hampshire Legislature, July 12th, 1856. 



Inspections. — In 1893, made July 25th. Present, Commission- 
ers Pingree and Davison, and Clerk Watson. Also, J. W. 
Riddle, Assistant Superintendent; H. B. Hollinshead, Assist- 
ant Engineer; C. Woodman, Master of Transportation; and 
• Stewart, Division Road-Master. In 1894, made June 29th. 
resent, the same Commissioners, accompanied by Samuel J. 
'gg. Bridge-Master; Charles Woodman, Master of Trans- 
portation; andW. B. Causbroke, Chief Clerk. 

e original roadbed was most elaborate and unnec- 
ssanly expensive. The ballast is thorough and complete in 
antity and generally of fair quality. It is deep and broad, 
j j; g bottom of the frost limit most of the way. The 

P 0 Und^-° Un< ^ S 1872 arG re P lace d by sixty-seven- 

rate f St ° C k’ f rom North Stratford to Canada line, at the 
? ne an d a half to two miles per year. 
rest soPiT ^ ^ ooc ^ condition, are laid 2,640 to the mile, and 
orallvV ^ rom en< 3 to end in ballast. The rail ends gen - 
Thehe^ ° n wooc * en shim blocks of white or English oak. 
fish-pi a ? Vler ra "^ s ’ however, are being laid with the angular 
The b 6S * ron un( 3 er- rests. 

of the v are i ron , except very short ones, and are 

aieBlj ln . k anc * Pin an d girder types. 



The st mem uciiig iiaru pine. 

Ceitt ent th 6 rnasonr y ot fhe bridges is generally built in 
s D)all S g„ 0u ^b that of two old bridges is put up dry, and 
ms are discernable. 



good. X ~ * ‘l 1 """' 

ties on them being hard pine. 



The floor systems 



